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THE ASSOCIATED TRAFFIC CLUBS 

The Associated Traffic Clubs of America, organized 
in Chicago only last May, has arrived. At its first meet- 
ing since its organization, held in St. Louis this week, 
there were present delegates from thirty-two clubs in as 
many different cities, with enough more applications 
pending to bring the total membership to thirty-eight, if 
and when they are favorably acted on, and the reasonable 
prospect that by the time of the annual meeting next May 
the membership will be at least fifty. So assured are the 
officers and directors of the association of the success and 
permanency of the association that they have appointed a 
committee to revise the constitution so that the associa- 
tion may proceed with its business in the manner and 
with the machinery of other organizations of similar size 
and importance. The present constitution was merely 
temporary in the feature that placed practically all the 
work and responsibility on the shoulders of the president. 
This was done for reasons of economy in the experi- 
mental stage of the organization’s history and to permit 
the centralization of effort that was thought to be neces- 
sary in the work of enrolling member clubs during the 
summer months. 
Of course, the success of this or any other organiza- 
in the real sense, is not assured by mere numbers. 
That the majority of the traffic clubs have joined the 
association and that others aré about to join merely 
signifies their faith or hope that the organization will be 
able to function as intended. But that is much. It 
remains now for the organization, by the wisdom of its 
action and the energy with which it pursues its aims, to 
justify that faith and hope. But it is not too much to 
Say that there was little doubt in the minds of any who 
observed the work of the opening convention that the 
association will measure up to expectations. 

In the first place, the personnel of the convention, 
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made up of not more than two delegates and two alter- 
nates from any one club, was splendid. This was and is 
to be expected, for the reason that every club naturally 
sends delegates in whom it reposes confidence. In the 
second place, there was no disposition to take snap judg- 
ment on subjects considered. Where there seemed to be 
room for further consideration before definite action, that 
was the plan adopted, even those who were pressing for 
definite action at that time yielding to the reasonable 
request that those who did not agree with them should 
have a chance to prove their case. Both in these matters 
and in others where the need for definite action was 
urgent, the final action of the convention was, in all 
cases, unanimous, thus proving that many men of many 
minds and many interests, if their desire be to arrive at 
correct and helpful conclusions, can agree. 

It is to be remembered, of course, that the action of 
the delegate convention amounts to nothing more than 
an expression of the minds of the delegates present, 
unless and until ratified by member clubs, and then only 
to the extent that it is ratified, the constitution providing 
that any representations made as to the action of the 
national association shall show which clubs ratified the 
action of the convention and which refused to ratify. In 
this connection it is to be hoped that the member clubs 
will consider promptly and seriously the work of the 
convention to which they sent delegates, and will act 
expeditiously on the business that comes to them as a 
result of the convention. The delegates adopted a plan 
of procedure for recommendation to member clubs with 
respect to business of the national association, and it is 
to be hoped that the plan will be adopted by the clubs. 

A word as to some of the specific action taken by 
the convention. To some who may only read the bare 
details of what was done, it may seem that much more 
might have been accomplished. Explanations made by 
the delegates who were present may remove this im- 
pression where interested persons have the benefit of 
such explanations. In other cases, it can simply be said 
that no one can get just what he wants in resolutions 
adopted by a body of this sort, whose action must be a 
composite. But, to us, it seems that the action taken by 
the convention was wise in every case. Take, for in- 
stance, the subject of railroad legislation. There are many 
who believe that the Railroad Labor Board ought to be 
abolished ; there are those who believe that the recapture 
of earnings provision ought to be taken out of section 
15a; there are others who think the consolidation feature 
of the present law unwise and that railroads ought to be 
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Northern Railroad 
Maintains Daily Through Fast Freight Schedules 
VIA 


Bells, Jackson, Middleton, Tenn., New Albany, 
Newton, Laurel, Miss., and Mobile, Ala., gate- 
ways, affording quick deliveries between Northern, 
Southern and Southwestern territories. 
SOUTHBOUND NORTHBOUND 
73 71 72 74 
9:35 AM 5:00 PM Ly. Jackson Ar. 9:00 AM 10:10 PM 
5:00 PM 12:20 AM Lv. New Albany Ar. 1:50 AM 2:40 PM 
5:25 AM 1:20PM Ar. Newton Ly. 12:25 PM 2:00 AM 
4:50 PM Ar. Meridian Ly. 9:00 AM 
8:35 AM 4:30 PM Ar. Laurel Ly. 9:30 AM 11:00 PM 
4:45 AM Ar. Mobile Ly. 9:00 PM 
5:40 AM Ar. New Orleans Lv. 9:40 PM 
5:30 PM Ar. Shreveport Ly. 3:00 PM 
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Mississippi Central Railroad ge 
Louisiana & Arkansas Railway 


MR. SHIPPER :— 

The Natchez Route affords a direct route between Eastern 
Carolina and Southeastern Territory and the Southwest. 

Daily through fast freight schedules are maintained. 


Due to absence of large terminals enroute delay at interchange 
points is eliminated. 


We specialize in furnishing our patrons with passing reports. 

It will pay you to investigate. 

Route from the West via Shreveport, La., Stamps or 
Hope, Ark., care Natchez Route. 


Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 
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permitted to consolidate at will, subject only to consent 
of the Commission, without reference ‘to any general 
plan of consolidation to be decided on by the Commission 
some time in the future. We are in sympathy with these 
views and we can think of many other changes we would 
like to see made in the law. Others with whom we might 
not agree, but whose motives are pure and whose oppor- 
tunities for information are as great as ours, might desire 
still other changes—and they might be right. But the 
thing the convention had to consider and that all others 
dealing with this problem must consider, is the present 
legislative situation. There is a radical element elected 
to the new Congress, which, combining with the present 
radical element there present, and urged on by radical 
constituents and supporters, has evil designs on the 
transportation act, that, if successful, would make of it 
a mockery. It is admitted by practically all fair and 
earnest students of the transportation problem that the 
present law, while faulty in many respects, was at least 
a long step in the right direction and that the principle 
of securing to the carriers an adequate return in order, 
not only that they may have a proper reward, but that 
shippers may have the service they desire and need, is 
more important than some other things. 

The convention, therefore, thought it wise to center 
its influence on the retention of that principle, even at 
the cost of keeping some things that were better out of 
the law, the theory being that if the law is to be opened 
fer amendment from this, that, and every quarter, there 
is no telling where the changing will end. We think it 
was right. We think that now is not the right time to 
try to make changes for the better in this law. , We are 
content to forego our desire to have it amended, as we 
think it ought to be amended, if we can retain its vital 
and most important principle. We suggest to the car- 
riers—those of them who are said to be about to contest 
the right of the government to exact from them one half of 
their excess earnings over the percentage on their valua- 
tion fixed by the Commission and the law—that they join 
us in this sporting proposition. They cannot, we think, 
insist that the law remain intact as to the things they 
like but be amended or disregarded as to the things they 
do not like. Even on the theory that they are right in 
their position as to the law, we suggest that it would help 
a lot if they would pay what little there is to pay, making 
that sacrifice in the interest of maintaining a solid front 
against attacks on the law from its enemies and the 
enemies of good government. 


POLITICAL LYING 

The director of publicity of the Democratic national 
committee has just sent for publication to hundreds of 
newspapers an attack on the Republicans, charging them 
with having enacted legislation “in the interest of the 
special privileged classes.” Among other things, he says: 
_ When the railroads wanted access to the Treasury in addi- 
tion to the huge guaranty they are receiving under the Esch- 
Cummins act, a reactionary Republican House, at the bidding of 
the White House, appropriated, in effect, $500,000,000 for the 
further relief of the railroads. 

In the face of the broadcasting of statements like 
this, solution of the railroad problem becomes increas- 
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ingly difficult and emphasizes the necessity for wide- 
spread dissemination of the facts about the relations 
between the government and the railroads by some 
agency in which the public can have confidence. 


Perhaps the day will come when political parties, in 
endeavoring to get the “ins” out and to put the “outs” in, 
will have some regard for the general welfare of the 
country and at least hesitate to plant distrust in the mind 
of the public by statements that will not bear analysis. 
But that day has not arrived. 


What is the “huge guaranty” the railroads are 
receiving under the Esch-Cummins act? In all prob- 
ability this charge is a reiteration of the one frequently 
made by the political demagogues who assert that the 
railroads have a “guaranty” under the rate-making pro- 
visions of the transportation act. 


To give the publicity director the benefit of the 
doubt, however, it may be said that he refers to the 
guaranty provided for the six months following federal 
control and on account of which the government is still 
making payments to the railroads. Was that a just or an 
unjust provision of law and would not a Democratic 
Congress have been required to meet the situation grow- 
ing out of federal control in a similar fashion? The 
Director-General of the Railroads, in the last days of his 
operation of the railroads, preferred not to increase rates 
to meet the increased wage bill made effective under 
federal control. As a result, Congress continued the 
standard return of federal control for six months 
thereafter and provided that there should be no reduc- 
tions in rates prior to September 1, 1920, without approval 
of the Interstate Commerce Commission. The reason for 
these provisions was to give time for the consideration of 
a readjustment of rates to meet the increased costs of 
operation which originated under federal control. But 
the publicity director says nothing about these things. 

What about the charge that the House appropriated 
“in effect, $500,000,000 for the further relief of the rail- 
roads?” Again, there is a flat statement creating distrust 
without any explanation as to the facts. This declara- 
tion is really the more reprehensible of the two made by 
the publicity director. If the money referred to had been 
made available by final action of Congress, it would have 
gone to pay a debt contracted on behalf of the govern- 
ment by the agents of a Democratic President. What are 
the facts? There was no direct appropriation contem- 
plated, though that may be quibbling. The bill referred 
to, as passed by the House, authorized the War Finance 
Corporation to buy from the President railroad equip- 
ment trust certificates and other evidences of railroad 
indebtedness to the government, which were obtained by 
the government as the result of federal control. It pro- 
vided that the aggregate purchases thus made should not 
exceed $500,000,000. What was the money thus obtained 
by the President to be used for? To pay the debt of the 
government to the railroads for the use of their properties 
during federal control as agreed to by the agent of a 
Democratic President. The bill was dropped in the 
Senate, the market for railroad securities having im- 
proved to such an extent that the President was able 
to sell the securities in question directly to the public 
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and thus provide funds for the settlement of the govern- 
ment’s debt to the railroads. But the publicity director 
says nothing about these things. The “privileged” rail- 
roads almost got $500,000,000 from the public Treasury— 
for their “further relief.” To tell the public that is suf- 
ficient, and the inference left is that they were not 
entitled to it. 


FUNCTION OF THE TRAFFIC CLUB 


Editor The Traffic World: . 

I have been a constant and interested reader of your edi- 
torials and other press publicity which you have given to The 
Associated Traffic Clubs of America. One must naturally con- 
clude from the editorial contained in The Traffic World of 
November 25 that, having now assured yourself of the entire 
success of the new venture (although, as I understand it, no 
meeting for the consideration of national problems has yet 
been held) the individual traffic club membership should and 
must immediately line up its programs of future activity so as 
to entirely harmonize with the idealistic scheme of the na- 
tional organization. If I ever heard of a case of the “tail 
wagging the dog” surely your plan of procedure in this dis- 
cussion is wonderfully illustrative of it. 

The older traffic clubs of the United States, such as the 
New York, Chicago, Pittsburgh, and New England clubs, have 
all been successful organizations from their inception. They 
have achieved in every respect what they set out to do and 
that has been primarily to have the group on one side of the 
transportation fence become personally acquainted with the 
group on the other, so that a spirit of friendship might be 
created and firmly established which would be helpful in the 
settlement of the problems and disputes constantly arising 
between the individual members. May I be pardoned for sug- 
gesting that, in my estimation, you have gone just a step too 
far in your zeal for the success of the national organization 
by indirectly casting aspersions on the individual traffic clubs 
as now constituted? It surely never has been, and, therefore, 
cannot be today, a disgrace for a traffic club to be primarily 
social in character and I know many people believe there is a 
much greater menace to the continued prosperity of the traffic 
clubs through the interjection of these new doctrines of policy 
than will ever arise by allowing them to continue along the 
same lines of usefulness and purpose as heretofore. 

The minute we involve our traffic clubs in determining 
national policy, whether it relates to problems of transporta- 
tion or otherwise, we make them more or less political insti- 
tutions and the minute they become an avenue for the develop- 
ment of political propaganda, even though it might pertain to 
transportation affairs, traffic clubs are no longer serving the 
purposes for which they were originally organized. 

Wm. P. Libby, Traffic Manager. 


Plymouth Cordage Co. 
North Plymouth, Mass., Dec. 4, 1922. 


The gentleman attributes to us words we never spoke and ideas 
we never entertained. We have never considered it a disgrace for a 
traffic club to be primarily social in character. Indeed, if the gentle- 
man has, as he says, read what we have had to say, he must know 
that we maintain that a traffic club is primarily a social organization. 
All that we urge is that there is an opportunity, through national 
unification, for the traffic clubs to perform a public service. 
course, if they do not want to do a public service or do not think 
the machinery provided is adequate, they have a right to their 
position and we have a right to disagree with them. We find our- 
selves in absolute agreement with the majority of the clubs, however, 
as shown by the report of the first meeting of The Associated Traffic 
Clubs of America, printed elsewhere in this issue. Among the clubs 
that are taking enthusiastic part in this national association are three 
of the four clubs that Mr. Libby mentions as the older clubs and that, he 
thinks, have done what they set out to do. They may have done all 
that. but one is a pretty poor citizen whose mind is not open to 
further opportunities.—Editor The Traffic World. 


SUGGESTS REGIONAL COMMISSIONS 


The Trafic World Washington Bureau 


Representative Hawes of Missouri, a member of the House 
committee on interstate and foreign commerce, has introduced 
two bills (H. R. 13160 and H. R. 13161), both of which provide 
for the establishment of regional commissions. He said he 
introduced them to get the subject before the House committee 
and that he believed creation of such commissions would meet 
the complaint that the Interstate Commerce Commission is not 
in touch with local situations to a sufficient extent and also 
relieve the Commission of a great amount of work. 

The question of establishing regional commissions was gone 
into when the transportation act was being framed, but no 
action was taken by the congressional committees. 

H. R. 13160 would amend section 24 of the interstate com- 
merce act by adding provisions directing the Commission to 
divide the United States into traffic regions or districts and 
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certify such divisions to the President. A “Regional Interstate 
Commerce Commission” would be established for each of the 
districts, the number to be created being left blank in the bill, 
The President would nominate the members of the regional] 
commissions, the bill providing for one member from each state 
included in a district. The amount of the salary to be paid 
the commissioners also was left blank. Orders of the regional 
commissions would not become effective until approved by the 
Commission, except that orders would become effective if no 
exceptions were taken te them. The Commission could modify 
orders of the regional commissions. It could also assume juris. 
diction in any case brought before a regional commission. 

H. R. 13161 would amend the interstate commerce act by 
adding new sections creating seven district commissions to 
be designated as divisions of the Commission for the following 
districts: New England, Eastern, Southeastern, Central, West- 
ern, Southwestern and Pacific. The areas to be included in 
these districts are defined in the bill. 

Each district commission would have three commissioners 
to be appointed by the President by and with the consent of 
the Senate, and the commissioners would receive $10,000 an- 
nually. Each regional commission would have a secretary who 
would get $5,000 a year and there would be examiners and other 
employes. Each commission would be charged with enforcing 
the provisions of the interstate commerce act within the dis- 
trict. There would be the right of appeal to the Commission 
from findings of the regional commission. Complaints would 
have to be filed with the Commission at Washington and then 


the cases would be assigned by the Commission to the regional 
commissions. 


MONEY FOR COMMISSION 


The Trafic World Washington Bureau 


The book of estimates for the fiscal year beginning July 1 
next, sent to Congress by the Secretary of the Treasury Decem- 
ber 4, calls for appropriations for the Commission amounting to 
only $4,514,500. The appropriations for the current fiscal year 
amount to $5,361,462. Of the latter amount $374,000 was con- 
tained in deficiency appropriation bills. 

This proposed reduction of $846,962 from the appropriations 
actually made for the current fiscal year is the result of Presi- 
dent Harding’s moves for bringing about a reduction in the cost 
of administering governmental affairs. The largest single cuts 
proposed is the allowance for the valuation work of the Com- 
mission and the bonus for employes. The proposal respecting 
valuation is to cut the appropriation of $1,300,000 for this year 
to $1,000,000. The first proposal on that subject was a cut from 
$1,300,000 to $700,000. The Commission’s legislative committee 
called on President Harding, when that proposal was made, to 
point out to him that it would practically wreck the valuation 
work of the Commission to reduce its allowance by $600,000 at 
a time when its work was nearing completion and, therefore, be- 
coming of practical worth in determining the amount of money 
each railroad owed the government on account of the re-capture 
clause in section 15-A. The bonus item wholly omitted amounted 
to $315,812. 

What the Treasury recommends is one thing. What Con- 
gress appropriates is frequently entirely different. When the 
House committee on appropriations begins making up the ap- 
propriation bill it calls for an illumination of the items sent in 
by the Treasury Officials, from the officials making requests for 
money. The Commission, usually, is represented at the hearings 
before the committee by the chairman and secretary. Generally 
the Commission has been able to obtain allowances for its work 
just about what it thought it should have. Representations of 
the Commission are expected this year to cause some of the cuts 
recommended by the Treasury’s bureau of the budget to be set 
aside. 

Only one increase has been proposed in an item in the Com- 
mission’s budget. The Treasury proposes that the allowance for 
the boiler and safety appliance sections of the interstate com- 
merce law be increased from $290,000 to $300,000. The latter 
sum is the limit set on appropriations for that purpose in the 
law requiring inspections to assure safety. 

The request for $139,500 for the eleven Commissioners and 
the secretary was left untouched by the Treasury. The allow- 
ance for clerks and other employes of the Commission was cut 
from $2,250,000, in existing law, to $2,100,000; for the finance 
work, from $525,000 to $500,000; for accident reports and investi- 
gation of accidents, from $391,150 to $350,000; valuation from 
$1,300,000 to $1,000,000; for printing and binding of reports, etc., 
from $150,000 to $125,000. 

The item of $315,812, carried in the appropriation for the 
current year, as bonus to the employes, was omitted from the 
estimates sent by the Commission to the Treasury and also from 
the estimates transmitted by the latter to Congress. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Current Topics 
in Washington 





Plain People and Congress.—While the generation preceding 
this one was treading the world’s stage, the conservative editor, 
at this season of the year, took his pen in hand to remark that 
the time had arrived when all good citizens should be unusually 
alert in the interest of the republic because the lawmakers 
were on the point of reassembling. Congress came in Decem- 
per and the state legislatures, with a few exceptions, a month 
later. In those days, too, the newspaper correspondents as- 
signed to report the meetings of the legislative bodies, on the 
jast day of the sessions, made it a rule to sing the hymn, “old 
hundred.” Nominally, at least, the printing and publishing fra- 
ternity was conservative to the last degree, although one of 
its members, Karl Marx, wrote that jumble of words on which 
the Socialists claim to have founded a scheme of government 
that, when applied, will bring into being the last and best stage 
of humanity, short of perfection. The amusing part of the cus- 
tom of other days was that nearly every one of the publications 
and every one of the writers, was practically penniless. Now, 
however, when the “radicals” meet, their praises are sung by 
the chain newspapers owned by men who have made millions 
by inviting the lowly to increase their pity of themselves, the 
writing being done by men who each week are paid, ten, twenty, 
or thirty times as much as Marx. The millionaire “radicals,” 
who have found it so profitable to lead and direct the wailing 
of the unfortunate over their pitiful plight, hail the time for 
the assembling of the lawmakers as the hour when they will 
show their followers how grateful they should be that the Lord 
has raised up for them such strong defenders. The old-time 
reporters and correspondents, in their sarcastic remarks about 
the getting together of lawmakers, seemed to proceed on the 
assumption the latter would lay taxes, that taxes were a burden, 
and that government was a necessary evil. Therefore, they 
made observations, frequently unkind about the servants of the 
people. Never, however, in their wildest imaginings, did they 
suggest that the country should rejoice and be exceeding glad 
because the makers of statutes were about to resume their 
labors. Now, however, the so-called radicals—especially the 
pecuniarily well upholstered ones—suggest that, by forcing an 
extraordinary session of the next Congress, the so-called rad- 
icals in Congress would be doing good for the land. At an 
extra session, it is suggested, the narrowness of the margin of 
the nominal majority party would force its leaders to make 
many concessions in the interest of the “plain people,” just as 
if the interests of the plain people and the other kind were not 
identical. 


“ 





European Democracy Models.—The Senate committee on 
agriculture has made a favorable report on a resolution pro- 
posing an amendment to the Constitution abolishing the elect- 
toral college and providing for the nomination and election of 
the President and Vice-President by direct voting. The electoral 
college is useless, it is generally admitted. The theory on which 
it was created—that the states would choose their best men 
to be electors, and that the latter would select the best men 
for those offices—was soon shown to be impractical and abso- 
lutely useless when parties were organized. The resolution also 
proposes an amendment providing for the beginning of the 
terms of office of the two executives and congressmen in Janu- 
ary after their election, which is the rule generally, among the 
states. The provisions that the agricultural committee thinks 
should be eliminated were framed by the constitution-makers 
as measures to promote stability and conservatism in direct 
opposition to the theory underlying European democracies, estab- 
lished after the United States came into being, that the people 
must rule, even to the extent of having their will put into execu- 
tion immediately after its expression, as in England and other 
countries having what are known as responsible cabinets—that 
ls, cabinets that depend for their tenure of office on their ability 
to command majorities in the legislative bodies. Were the 
constitution changed, as recommended, the Congress elected a 
month ago would take office next month. That would mean 
that the so-called radicals elected in November would begin 
their work on revising the laws they think should be changed, 
including the transportation act, next month, without any fur- 
ther opportunity for studying the law than they had in the cam- 
Daign when their first thought was to get votes. The much 
derided fathers of the republic thought it well to have a con- 
siderable interval elapse between election day, when everybody 
Was supposed to be rather heated up, and the day when legis- 
lating was begun. They thought they were providing for a sys- 
tem that would call for an appeal from Philip drunk to Philip 
sober. Many European writers have regarded the American 
form of government as a model for others. It is suggested that 
the members of the Senate committee on agriculture are return- 
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ing the compliments the European writers paid the framers 
of the American constitution by proposing to remodel the Amer- 
ican constitution along European lines. They have not yet, 
however, gone to the extent of proposing that the United States 
shall adopt a “responsible” form of government, in which the 
chief executive’s cabinet shall go out of office when it loses 
control of Congress. Nor have they suggested a chief executive 
chosen from among the lawmakers, as in England, France, Ger- 
many and Italy, with the President as a mere figurehead. 





No Food Quality Guaranty.—It may not be according to the 
biblical rule for a railroad company to give a customer a stone 
when he asks for bread, but the passenger who is served with 
overripe veal, in the absence of a show of negligence, has no 
legal remedy against a common carrier. So Justice Hoehling, 
of the Supreme Court of the District of Columbia, held in a 
case recently before him in which D. D. King of Greensboro, 
N. C., sued Director-General Davis for damages totaling $125.,- 
000 because, at the time of federal control, Mrs. King got a 
veal chop that gave her ptomaine poisoning. King sued for 
$75,000 on account of his wife’s illness and $50,000 for the loss 
of her services by him. Medical testimony showed that Mrs. 
King had been made violently ill. Negligence was not proved. 
Justice Hoehling said a railroad company was not an insurer 
of the quality of the food sold in the dining car. Therefore, he 
ordered the jury to return a verdict for the Director-General. 
It would not be surprising if the case were carried to the higher 
courts, especially because, among lawyers, there is an impres- 
sion that if one who has broken a tooth on the stone served 
in a mince pie will sue for breach of an implied contract and 
avoid the charge of negligence, which is always hard to sustain, 
the courts will not have to dispose of suits against purveyors 
of food on the ground that negligence was not shown. The hu- 
man side of the case which the Director-General has won in 
the lower court is that the Kings were on their honeymoon 
trip when the young wife ate of the veal chop that had some- 
where accumulated the germs or other things that cause pto- 
maine poisoning. The suggestion is made for what it may be 
worth that, if the jury had been allowed to handle the case 
without such a peremptory instruction from the justice, its 
verdict might have been influenced by the fact about the honey- 
moon trip and the further fact that the loss, if it returned a 
verdict, would fall on the government, which is always supposed 
to have much money. 


Minnesota Taxes Iron Ore.—It appears that, contrary to the 
suggestion in The Traffic World of December 2 (p. 1185), Min- 
nesota has already imposed a tax on iron ore, even as Pennsyl- 
vania has placed a tax on anthracite coal; that not only has 
the state done that but that a case involving the constitution- 
ality of the statute is pending in the Supreme Court of the 
United States. The tax is so heavy that the municipalities and 
counties in the iron ore country are able to hire the fine ball- 
players in the larger cities, under pretense of hiring policemen, 
and then have the pseudo policemen play in the iron range base- 
ball league. But the idea sought to be brought out, that the 
tax, if any be imposed, will not be made so heavy as to kill 
the goose that lays the golden eggs, is believed to be good, 
notwithstanding the fact about the tax on iron ore in Minne- 
sota. Taxes are imposed on cotton in some of the cotton pro- 
ducing states, for special purposes, as, for instance, levees, in 
Louisiana and Mississippi. The taxes, however, were not laid 
primarily with the idea of taking money from consumers in other 
states, as seemed to be the fact in Pennsylvania. The case 
in behalf of the Minnesota tax, lawyers familiar with the case 
from Pennsylvania believe, is stronger than the one decided by 
the court in the Pennsylvania case. That is to say, Minnesota 
has not discriminated in favor of one kind of ore, or one kind of 
product of mining, but imposed it on all ores. Both states 
graduate the tax according to the value of the product at the 
mine, before it begins to enter into commerce between the states. 
In the Minnesota case, as in the Pennsylvania case, it is charged 
that the tax amounts to a burden or tax on commerce between 
the states because the ore is mined under contracts which con- 
template that most of the ore will be moved out of the state. 
Some states tax natural gas and petroleum, but not so obviously 
for the purpose of obtaining revenue from the part of the prod- 
uct going outside of the state, but merely as one of the taxable 
properties within the purview of the taxing power of the states 
making the impositions. The Pennsylvania tax was regarded 
as of such doubtful validity that preparations were made by 
leaders in the legislature to deal with the situation at the coming 
session of the general assembly in the event the Supreme Court 
of the United States overturned the statue. The case was 
hurried, too, so as to make a decision probable before time for 
the legislature to meet. 


Now Railroad Men Laugh.—The arguments of the Commis- 
sion, in its annual report, in behalf of an income for itself, large 
enough properly to carry on its work, brought smiles to the faces 
of railroad officials. The Commission, they thought, had used the 
same kind of arguments they had laid before it when they asked 
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for higher rates. They wondered how the Commission felt 
about the possibility of having to get along without as much 
money as its members thought they should have. Some of them 
felt wondrous kind because, in the last seven years, the Commis- 
sion has been in sympathy with the officials in their efforts to 
obtain the money they think they should hsve to enable them to 
preform the services the public demands, and pay the wages 
of the stock and bond holders, commonly called dividends or 
interest. Time was when, if the Commission had made such an 
argument for funds, the publicity men for various railroad 
companies, would have been directed to paraphase the language 
of the commissioners and say to the public that the railroad 
officials felt about larger revenues exactly as the commissioners 
felt about larger appropriations for their work. The argument 
made in this year’s annual report is the first, so far as can be 
recalled, in which the Commission has had to talk pointedly to 
Congress. Usually the Treasury has transmitted the Commis- 
sion’s estimates without material change. Usually, also, Con- 
gress has given the amount of money the Commission said it 
could use. But the Harding administration is trying to cut 
down expenses. Therefore, it is probable that the Commission 
will be required to stand some of the inconvenience all govern- 
ment officials will have to suffer by reason of the administra- 
tion’s determination to redeem its promise of economy. 
A. B. 


BILL OF LADING ACT 


The Trafic World Washington Bureau 


Senator Pomerene this week introduced a revised draft of 
S. 2530, to amend and supplement an act entitled, “An act relat- 
ing to bills of lading in interstate and foreign commerce,” ap- 
proved August 29, 1916, otherwise known as the Pomerene bill 
of lading act. The new bill is S. 4107. It contains changes 
resulting from the hearings held in April, 1922, before the Pom- 


erene sub-committee of the Senate interstate commerce com- 
mittee. 


The new bill does not contain sections 2, 2(a), 3, 3(a), of 
S. 2530. Section 14 and section 19(a) are the same as in the 
original bill. The words “and employes to receive freight,” are 
inserted in the first sentence of Section 20(a) as recommended at 
the hearings. In section 21 the proviso in the original bill be- 
ginning, “That where a shipper of freight other than bulk freight, 
etc.,” is eliminated. This change was recommended at the hear- 
ings. The rest of the new bill is the same as the old except that 
it does not repeal sections 2 and 3 of the Pomerene bill of lad- 
ing act. 


Senator Pomerene said he was not wedded to the provisions 
of the bill as now introduced. He said the changes were recom- 
mended by Francis B. James. He did not know when the bill 
would be pressed before the committee. The revised bill follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That sections 14, 21, 
22 and 29 of an Act entitled ‘‘An Act relating to bills of lading in inter- 
state and foreign commerce,” approved August 29, 1916, be, and the 
same are hereby, amended and sections 19 and 20 are hereby supple- 
mented so as to read as follows: 

“Sec. 14. That where an order bill of lading has been lost, stolen 
or destroyed a court of competent jurisdiction having jurisdiction over 
the parties may decree the execution of a new order bill of lading or 
order the delivery of the goods upon satisfactory proof of such loss. 
theft or destruction and the giving of an indemnifying bond, with 
sufficient surety. to be approved by the court, to protect the carrier 
or any person injured by the exectuion of such new order bill of lading 
or such delivery from any liability or loss incurred by reason of the 
original bill of lading remaining outstanding or by reason of any 
voluntary settlement made in good faith by the carrier with one pre- 
senting the original order bill. The court may also in its discretion 
order the payment of the carrier’s reasonable cost and counsel fees: 
Provided. That a voluntary indemnifying bond without order of court 
shall be binding on the parties thereto. 

“The execution of such new order bill of lading under the decree 
of such court, or the delivery of the goods under an order of the court, 
or under a voluntary indemnifying bond as provided in this section, 
or any voluntary settlement unaccompanied by a surrender of the 
original order bill of lading. shall not relieve the common carrier 
from liability to a person to whom the original order bill of lading has 
been or shall be negotiated for value without notice of the proceed- 
ings. or of the exectuion of such new order bill of lading, or of the 
giving of the indemnifying bond. or of the delivery of the goods, or 
the making of such voluntary settlement. 

“Sec. 19. (a). That if the goods are described in a bill of lading 
merely by a statement of marks or labels upon them or upon nackages 
containing them or by a statement that the goods are said to be goods 
of a certain kind or quantity or in a certain condition, or it is stated 
in the bill of lading that packages are said to contain goods of a cer- 
tain kind or quantity or in a certain condition. or that the contents or 
condition of the contents of packages are unknown, or words of like 
purport are contained in the bill of lading, such statements. if true, 
shall not make liable the common carrier issuing the bill of lading, 
although the goods are not of the kind or quantity or in the condition 
which the marks or labels upon them indicate. or of the kind or 
quantity or in the condition they were said to he by the consignor. 

“Sec. 20 (a). That when goods are loaded by a shivper at a public 
team track or at a public freight house or at a public freight vlat- 
form at a station where the common carrier maintains a freight 
agency and emploves to receive freight, such carrier shall, on written 
request of such shipper, and when given a reasonable opportunity by 
the shipper so to do during the loading. count the pieces of packages 
of goods or make other proper description thereof and ascertain the 
kind and quantity, if bulk freight. within a reasonable time after such 
written request. and such carrier shall not. in such cases. insert in the 
bill of lading ‘Shivpver’s weight. load and count.’ or other words of 
like purport indicating that the goods were loaded and counted by the 
shipper or the description of them was made by him. If so inserted, 
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contrary to the provisions of this section, said words shall be treated 
as null and void and as if not inserted therein. 

“That a common carrier shall not by notice, receipt, contract, rule, 
regulation, practice or tariff seek to give to a a bill of lading issued 
under the circumstances above stated the effect of a bill of lading 
containing the words ‘Shipper’s weight, load and count,’ or words of 
like purport; and any attempt so to do shall be null'and void. 

“Sec. 21. That when goods are loaded by a shipper otherwise 
than as provided in section 20 (a) the common carrier may, by in- 
serting in the bill of lading the words ‘Shipper’s weight, load, and 
count,’ or other words of like purport, indicate that the goods were 
loaded, counted, and weighed by the shipper and the description 
of them made by him; and if such statement be true, the carrier 
shall not be liable for damages caused by the improper loading or 
by the nonreceipt or by the misdescription of the goods described 
in the bill of lading: Provided, however, That where the shipper of 
bulk freight installs and maintains adequate facilities for weighing 
such freight, and the same are available to the common carrier, 
then the common carrier, upon written request of such shipper and 
when given a reasonable opportunity so to do, shall ascertain the 
kind and quantity of bulk freight within a reasonable time after 
such written request, and the common carrier shall not in such cases 
insert in the bill of lading the words ‘Shipper’s weight, load, and 
count,’ or other words of like purport, indicating that the goods were 
loaded and weighed by the shipper and the description of them made 
by him, and if so inserted contrary to the provisions of this section, 
— — shall be treated as null and void and as if not inserted 

erein. 

“That in cases where by this section a common carrier is for- 
bidden to insert in a bill of lading the words ‘Shipper’s weight, 
load, and count,’ or other words of like import, such common carrier 
shall not by notice, receipt, contract, rule, regulation, practice, or 
tariff seek to give to a bill of lading the effect of a bill of lading 
containing said words or words of a like purport; and any attempt 
so to do shall be null and void. 

“Sec. 22. That if a bill of lading has been issued by a common 
carrier or on his behalf by an agent or employe the scope of whose 
actual or apparent authority includes the issuing of bills of lading for 
transportation in commerce among the several states or with foreign 
nations the carrier except as provided in section 21 shall be liable 
to (a) the consignee named in a straight bill, or (b) the holder of an 
order bill, who has given value in good faith, relying upon the de- 
scription therein or the number of packages or pieces of the 
goods shown therein, for damages caused by the non-receipt by 
the carrier of all or part of the goods or their failure to correspond 
with the description thereof or the number of packages or pieces 
shown therein in the bill at the time of its issue. 

“Sec. 29. That a bill may be transferred by the_ holder by 
delivery, accompanied with an agreement, express or implied, to 
transfer the title to the bill or to the goods represented thereby. 
A straight bill can not be negotiated and the indorsement of such 
a bill gives the transferee no additional right.’’ 

Sec. 2. That the provisions of this Act do not apply to bills of 
lading made and delivered prior to the taking effect thereof. 

Sec. 3. That original sections 14, 21, 22 and 29 of an Act en- 
titled “An Act relating to bills of lading in interstate and foreign 
commerce,” approved August 29, 1916, be, and the same are hereby, 
repealed. : 

Sec. 4. That no rights, actions, prosecutions, or proceedings or 
causes thereof under said Act approved August 29, 1916, shall be 
affected by this Act, and the same are fully preserved to all in- 
tents and purposes as if this Act had not been passed. 

Sec. 5. That this Act shall take effect and be in force on and 
after the 1Ist day of January next after its passage. 


IMPEACHMENT OF DAUGHERTY 


The Trafic World Washington Bureau 


Hearing before the House judiciary committee on the im- 
peachment charges against Attorney-General Daugherty brought 
by Representative Keller of Minnesota, began December 4. Mr. 
Keller impeached the attorney-general just after the injunction 
proceedings against the striking shopmen were instituted last 
summer. In his charges, Mr. Keller, in setting forth fourteen 
particulars, referred as follows to matters relating to the shop- 
men’s strike: 

“A wilful and deliberate failure and refusal to enforce the 
statutes of the United States, passed by Congress, for the pro- 
tection of life and limb of citizens engaged in travel.” 

“The perversion of the legal processes of the United States 
for the purpose of instituting action for which there was no 
justification at the time of its presentation and the demanding 
from the courts as against private individuals processes of 
court subversive of those rights of freedom of speech, freedom 
of the press, and peaceable assembly assured by the Consti- 
tution and the laws of the United States.” 

In a statement replying to the charges made against him by 
Representative Keller, Mr. Daugherty said if the House judiciary 
committee wished to hear the evidence supporting his action in 
bringing injunction proceedings against the striking shopmen 
he would be glad to present it. He said that investigation of 
official reports as to use of defective equipment by railroads was 
under way and that appropriate action would be taken as the 
facts justified. 


CONSOLIDATION HEARINGS 


The Trafic World Washington Bureau 


Hearing in Docket 12964, consolidation of railroads, will be 
resumed at Washington January 17. Testimony will be received 
as to proposed systems 13, 16 and 17, embracing the Union 
Pacific-Northwestern System, Santa Fe, and Southern Pacific- 
Rock Island System. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Decisions of Interstate Commerce Commission 


MARBLE RATES CONDEMNED 


The Commission, in a report on No. 12169, Bradbury Marble 
Co. et al. vs. Director-General, Baltimore & Ohio et al., opinion 
No. 8005, 74 I. C. C. 140-5, had found unreasonable rates on 
rough-quarried, sawed and dressed marble from New York, Phil- 
adelphia and Baltimore to St. Louis, Edwardsville, Ill., and Mil- 
waukee, and from and to points taking the same rates, to the 
extent they exceeded the aggregate of intermediates to and from 
Cleveland, over such routes as the combination on Cleveland 
makes lower than the joint rates. It found the rates assailed 
from New York to St. Louis and Edwardsville unduly prejudicial 
to the extent they exceeded, exceed or may exceed rates con- 
temporaneously maintained, from New York to Cleveland, by 
more than 65 per cent. 

As to rates from Philadelphia and Baltimore, it found them 
unreasonable to the extent they exceeded those made by observ- 
ing the port differentials, namely, rates from Philadelphia 2 
cents less than from New York and those from Baltimore 3 cents 
less. 

It awarded reparation on shipments moving between April 
1, 1919, and August 26, 1920. Rates on the bases indicated are 
to be established not later than February 19. 


CATTLE LOADING CHARGES 


The Commission, in a report written by Commissioner Meyer, 
on No. 12976, Arizona Packing Co. vs. Arizona Eastern et al., 
opinion No. 8020, 74 I. C. C. 223-7, held the refusal of the defend- 
ants to unload interstate shipments of ordinary live stock from 
their cars into stock pens adjacent to complainant’s plant, at 
Cactus, Ariz., or to make an allowance to the complainant for the 
unloading of such shipments, while, pursuant to Section 15 (5) 
of the interstate commerce act, performing such service at point 
of origin or unloading at destination such live stock shipped from 
or to public stockyards, without charge in addition to line-haul 
charges, was not and is not in violation of the act. 

It found unduly prejudicial to the complainant and unduly 
preferential of its competitors, the assessment by the defendants 
of a charge in addition to the line-haul charges, for unloading 
and reloading en route, of interstate shipments of ordinary live 
stock destined to private yards adjacent to the complainant’s 
plant, while so unloading and reloading such shipments destined 
to public stockyards, without charge therefor, in addition to the 
line-haul charges. It ordered the undue prejudice removal, not 
later than February 1, requiring the railroads to unload and 
reload en route, without assessing any charges for that service, 
except when such unloading and reloading is done at the request 
of the shipper, consignee or owner, to try an intermediate mar- 
ket, or to comply with quarantine regulations, while so unload- 
ing or reloading shipments destined to public stockyards. 


PRESERVED FRUITS AND BERRIES 


A finding of unreasonableness and an award of reparation 
have been made in a report on No. 12779, National Preservers and 
Fruit Products Association vs. Abilene & Southern et al., opin- 
ion No. 8011, 74 I. C. C. 179-84, written by Commissioner Aitchi- 
son, as to refrigeration rates on preserved fruits and berries, car- 
loads, shipped from Oregon and California points to various 
destinations throughout the United States between May 15, 1917, 
and February 27, 1920. The Commission found the charges 
unreasonable to the extent they exceeded the contemporaneous 
basic deciduous fruit refrigeration rates, between the same 
points, except that the minimum carloading shall be 50,000 
pounds, excess in proportion. The report also covers a sub- 
number, Same vs. Director-General et al. 

Reparation was awarded to the Best-Clymer Manufacturing 
Company and its successor in interest, the Temptor Corn & 
Fruit Products Co. The record was held open for 60 days to 
give other complainants an opportunity to present their evidence 
on reparation. The fruit involved in this complaint was that 
which was temporarily packed in containers, some with sugar 
as a preservative, and some with no preservative other than 


their own juices, and then moving to factories in refrigerator 
cars. 


AUTOMOBILE TRUCK FRAMES 


In a report on No. 12410, Fageol Motors Company vs. Direc- 
tor-General, Chicago, Milwaukee & St. Paul et al., opinion No. 
8017, 74 I. C. C. 201-3, the Commission held unreasonable the rate 
on pressed steel side and cross members of automobile truck 
frames, in straight or mixed carloads, from North Milwaukee, 
Wis., to Elmhurst, Los Angeles and Burbank, Cal., to the extent 
It exceeded, exceeds or may exceed the contemporaneous rates 
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on steel channels. A rate on that basis is to be established not 
later than February 24. The report also covers No. 12410, Sub. 
No. 1, Moreland Motor Truck Co. vs. Director-General, C. M. 
& St. P. et al. Reparation is to be made to the complainant in 
the main case, but denied in the sub-number because it did not 
pay charges in excess of those that would have accrued on the 
rate found reasonable. The Commission authorized the waiving 
of undercharges outstanding so as to leave undisturbed freight 
bills settled on the basis of rates applicable to channels. 

A further finding in the cases was that the rate on side 
members, with spring hanger attached, was not unreasonable or 
otherwise unlawful. The shipments moved between July 5, 
1916, and March 13, 1920. 


MINNEAPOLIS SWITCHING 


In a report, after further hearing before the Commission 
and the Minnesota Railroad and Warehouse Commission, on I. 
and S. No. 1272, Switching and Absorption at Minneapolis, opin- 
ion No. 7997, 74 I. C. C. 116-20, the Commission has modified 
the report it made in the same case, in 69 I. C. C. 646, to the 
extent of saying the Minneapolis & St. Louis and the Railway 
Transfer Company of the City of Minneapolis had justified an 
interchange switching charge of $6 at Minneapolis, on all com- 
modities, other than grain and grain products. 

In the original report the Commission held the two respond- 
ents had justified increased switching charges at Minneapolis, 
St. Louis Park and Hopkins, Minn., of $3 for intermediate 
switching between connecting lines, and for switching commodi- 
ties, including grain and grain products, between industries on 
their lines and interchange tracks with connecting lines; and 
at St. Louis Park and Hopkins, of $4 for switching between 
industries on the M. & St. L. and interchange tracks with con- 
necting lines, at those points. It further found there had been 
no justification for the proposed limitation of the amount of 
the switching charges of the M. & St. L. and the transfer rail- 
way the Omaha and Soo Lines would absorb. The finding, 
however, was without prejudice to a different finding if such 
were warranted after a joint investigation by the federal and 
the Minnesota commissions. Such joint inquiry was held, with 
the result that the carriers have been permitted to increase 
the charge on interchange switching, at Minneapolis, to $6 per 
car, on all commodities, except grain and grain products. 

The M. & St. L. and the transfer railway modified their 
cost study figures, as suggested by the two commissions, and 
were still able to show a cost which persuaded the Commission 
to modify its former ruling. 


COMBINATION RULE CONTINUED 


In a report on I. and S. No. 1617, Cancellation of Combina- 
tion Rule from Defined Territories to Arkansas, Missouri and 
Oklahoma Points (mimeographed without page or opinion num- 
bers), written by Commissioner Cox, the Commission held the 
carriers had not justified the proposal, ordered the suspended 
schedules to be canceled and discontinued the proceeding. The 
cancellation was to have become operative August 10, but was 
suspended upon the protest of the Memphis Freight Bureau. 

This proposed cancellation of the Director-General’s rule 
for making rates by combination so as to have only one factor 
in the combination increased, was in accordance with the notice 
the carriers gave January 15, 1921, of their intention to so 
arrange their rates as to enable them to cancel the rule. Can- 
cellation of the rule published in many tariffs was made. The 
carriers proposed to make the cancellation far in the future, so 
as to give shippers opportunity to ask for the publication of 
joint rates for application to traffic they would have reason to 
believe they would offer the railroads. 

The protest was made on behalf of shippers into Memphis, 
of sand and gravel, coal and brick. 

In disposing of the case the Commission said it was not 
disposed to approve indefinite retention of the rule because of 
the possibility of movement of traffic in the future. It said 
the fact that the rule was undesirable as a tariff publication 
alone did not justify its cancellation, unless the carriers pub- 
lished either joint or proportional rates in lieu thereof to pre- 
vent unwarranted increases in rates. 


REPARATION ON PETROLEUM 


Applying the principle laid down in the Sligo Iron Store 
and Madison Lumber cases, 62 I. C. C. 643, and 64 I. C. C. 699, 
respectively, the Commission has made a finding of overcharge 
and an award of reparation in No. 12890, Standard Oil Company 
(California) vs. Director-General et al., opinion No. 8014, 74 
I. C. GC. 188-90, as to a large number of shipments of petroleum 
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and its products, between August 1, 1918, and February 29, 
1920. The points of origin and destination involved were: 


From Ardmore, Okla., to Holtville, Calif.; Calexico, Calif.; Yering- 
ton, Nev.,; Clarksdale, Ariz.; Humboldt, Ariz. From El Segundo, 
Calif., to Holtville, Calif.; Palm City, Calif.; Santee, Calif. From 
Richmond, Calif., to Yerington, Ney.; Carson City, Nev.; El Portal, 
Calif.; Martell, Calif. From Salt Lake City, Utah, to Yerington, Nev.; 
Carson City, Nev.; Alturas, Calif. From Rochester, N. Y., to Colfax, 
Wash., and Willbridge, Ore. From Cushing, Okla., to Holtville, Calif. 
From Sugar Creek, Mo., to Carson City, Nev. From Dallas, Tex., to 
Holtville, Calif. From Harrys, Tex., to Holtville, Calif. From Wichita 


Falls, Tex., to Humboldt, Ariz. From Fort Worth, Tex., to Clarks- 
dale, Ariz. 


The rates in question were assailed as illegal to the extent 
they exceeded the through combinations in effect June 24, 1918, 
plus 4.5 cents per 100 pounds, the computation for the 25 per 
cent advance, established in accordance with Freight Rate Au- 
thority 96. Some of the shipments moved wholly over fed- 
erally controlled railroads. Others moved over non-controlled 
and controlled lines. The complainant contended that the in- 
clusion of the rule for the making of rates, in one of the tariffs, 
constituted a holding out to the shipper of rates so constructed 
which must be protected. The defendants contended, as to 
shipments moving over short lines not under control, that each 
factor was subject to the increase, because the tariffs of the 
short lines did not refer to the tariffs of the controlled lines 
and vice versa. They said the Director-General had no control 
over the short lines, which were alone responsible for the 
publication of their tariffs; and, on the other hand, that the 
short lines should not be held by the rule contained in the tariffs 
of federally controlled roads. 

The Commission made exceedingly short work of the con- 
tentions of the defendants. As to the controlled lines, it said 
the rule in the Sligo case governed. As to those over the 
routes composed of the non-controlled and controlled lines, the 
rule in the Madison Lumber case controlled, the question in 
that case being, it said, the precise one raised in this case. It 
said the short lines neither published nor concurred in the com- 
bination rule and were not therefore subject to its provisions. 
But the rule, as published by the controlled lines, was not lim- 
ited in application to movements over such lines. It said: 

“The Director-General must protect the basis so offered to 
the public. The principle in this case cannot be distinguished 
from that announced in the Sligo case. In fact, the precise 
question was decided in Madison Lumber & Mill Co. vs. Di- 
rector-General, 64 I. C. C. 699.” 


REPARATION FOR MISROUTING 


An award of reparation has been made in No. 12792, Ameri- 
can Hominy Co. vs. Director-General, and No. 13234, S. Zorn 
& Co. vs. Same, opinion No. 8018, 74 I. C. C. 204-6, on 
account of misrouted oats, shipped from Evansville, Ind., 
and Louisville to New Orleans, for export, in August and Sep- 
tember, 1918. Ninety-four carloads were shipped. In each of 
the bills of lading a rate of 12.5 cents was specified. All the 
shipments moved over the Illinois Central. Applicable rates 
of 19 cents-from Evansville and 21.5 cents from Louisville were 
collected on all except four shipments from Louisville. Those 
four were charged 22.5 cents, an admitted overcharge. 

The Southern, at Louisville, and the Louisville & Nashville, 
at Evansville, absorbed switching on traffic received from the 
Illinois Central. All the lines were under federal control. 

In disposing of the cases, the Commission followed the 
ruling in Mulkey Salt Co. vs. Director-General, 66 I. C. C. 441. 
In that case it held that as to shipments moving before federal 
control the rule in the McLean Lumber case, 22 I. C. C. 349, 
applied, but that as to shipments while the railroads were being 
operated under “unified and co-ordinated national control” it 
did not. 

In this case the rate an route were specified in the ma- 
jority of the bills of lading. They did not agree. The agent 
of the carrier, however, did not inquire of the shippers whether 
the rate or the route instruction was to govern, as required by 
Conference Ruling 474 (c). 

The Director-General contended the carriers under federal 
control were not dealt with as a “unified system” and therefore 
the Commission, in the Mulkey case, erred in not applying the 
principle in the McLean Lumber Company case. In support 
of that contention the Director-General cited a number of court 
decisions, including one Supreme Court case, in which that 
court referred to the fact that for the purposes of tariff filing, 
general orders, bank accounts and wage awards, each system 
was individually named. The Commission said it did not follow 
that because each system was dealt with by the Director-Gen- 
eral, the carriers were not being operated, as required by the 
statute, under a unified and co-ordinated national control, and 
not in competition. 

The Director-General also urged the Commission’s decision 
in Western Kentucky Coal Co. vs. Director-General, 64 I. C. C. 
577, as a reason for dismissing these complaints. The Com- 
mission said the facts in that case differed from those in these in 
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that no rate was inserted in the bill of lading and the carrier to 
which the shipments were delivered had no interchange ‘con- 
nection at point of origin with the line publishing the lower rate. 
In that case the Commission held the shipments should have 
been forwarded over the cheapest .available route, consistent 
with such routing instructions as were given. 


FRESH-SALTED PORK RATING 


Fourth-class rating on fresh-salted hog meats, in carloads, 
in western classification territory, has been held not unreason- 
able or unduly prejudicial, in a report on No. 11667, Jacob E. 
Decker & Sons vs. Director-General, Chicago Great Western 
et al., opinion No. 8010, 74 I. C. C. 171-8. The complainant de- 
sired such meats to be rated as packing house products but 
the Commission could find no warrant for making such a find- 
ing as desired. 

It said the commodity rates on fresh-salted hog meais, 
from Mason City, Ia., to Chicago, Cudahy, Wis., and Kansas 
City had not been shown to be or have been unjustly discrim- 
inatory or unduly prejudicial. It found the commodity rates on 
the kind of meats involved in the case, to St. Louis, Wichita, 
Hutchinson, Arkansas City and Dallas, unduly prejudicial to 
the extent that the rates from Mason City, exceeded, exceed 
or may exceed, to St. Louis, 1.5 cents more than rates from 
South Omaha and Nebraska City, and a rate of 4 cents less 
than that from Sioux City, to the same destinations, and ap- 
plicable in connection with like minimum rates; and to Wichita, 
Hutchinson and Arkansas City, rates in connection with a min- 
imum weight of 30,000 pounds, 4 cents more than the rate from 
Sioux City, and 9.5 cents more than the rate from South Oma- 
ha, applicable in connection with a like minimum rate, to the 
same destinations. 

The Commission said that the defendants either published 
individual rates or participated in joint rates from the preferred 
points to the destinations specified. 

A further finding was that the rates from Mason City to 
Dallas are, and for the future will be unduly prejudicial to 
fresh-salted hog meats and unduly preferential to dry-saltea, 
pickled and smoked meats to the extent the rates on fresh- 
salted hog meats exceeded, exceed or may exceed 129 per cent 
of the rates contemporaneously maintained from and to the 
same points on dry-salted, pickled and smoked meats. 

The Commission said there was no such proof as the law 
requires respecting damage by reason of the undue prejudice 
disclosed, and that therefore reparation had to be denied. 

In regard to the contention of the railroads that if undue 
prejudice and preference were found to exist, the preferential 
rates should be increased, the Commission said the contention 
was well founded as to the preferential rates to St. Louis. It 
said, however, that as to the preferential rates to Wichita, 
Hutchinson and Arkansas City, they did not appear to be sub- 
normal and that it saw no warrant for increase in them. It 
said a reduction in the prejudicial rates to those points should 
be made. 

Commissioner Hall dissented. In a separate report he 
pointed out the Commission was dealing with a group adjust- 
ment and had singled out St. Louis. He said there was no 
warrant for doing that. He contended the complainant had not 
shown the group adjustments were unlawful or should be dis- 
rupted by a finding as to St. Louis alone. 


EXPRESS CONTRACTS UPHELD 


Agreements between the American Railway Express Com- 
pany and railroad companies in which the latter reserve to them- 
selves the right to carry milk and cream in baggage cars, on 
their own account, according to the Commission’s decision in I. 
and S. No. 1613, Express Rates on Milk and Cream between 
Illinois Central Railroad Points (mimeographed without page or 
opinion numbers), are beyond the jurisdiction of the Commis- 
sion, if and when, as in this case, a shipper protests the rates 
resulting from tariffs filed by the express company so as to make 
its own mileage scale rates non-applicable to the traffic re- 
served to itself by the railroad company. 

This case was created by the protest of the Traffic Bureau 
of the Omaha Chamber of Commerce, the traffic in question being 
sour cream from points on the Illinois Central to Omaha. The 
tariff provided that it would not apply on shipments originating 
at points on the Illinois Central, destined to points reached by 
the Illinois Central, either when carried wholly over that line 
or when carried partly over that line and partly over another 
line of railroad. The Illinois Central does not directly reach 
Omaha. 

Heard with the case mentioned was also I. and S. No. 1627, 
Express Rates on Milk and Cream from Great Northern Railway 
Stations in Iowa and South Dakota, to Omaha. The tariff relat- 
ing to the Great Northern provided that rates on traffic to or 
from Great Northern points would be constructed on the basis 
of the mileage to and from the transfer points, instead of the 
basis of continuous mileage, plus the cost of wagon transfer, if 
any were employed. 

Commissioner Cox, who wrote the decision, said that if the 
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suspended schedules were allowed to become effective, the traffic 
from Illinois Central stations to Omaha, for the most part, would 
move via Fort Dodge under baggage car rates, from 4 to 11 cents 
per 10-gallon can higher than the express company’s present rates 
via the shorter line through Sioux City. The Fort Dodge route 
is from 100 to 175 miles longer. From Great Northern points, he 
said, the rates would be from 32 to 36 cents higher. 

When the American Railway Express Company took over 
the express business, it adopted the express tariffs in effect. 
Then it published its mileage express scale. It undertook to 
deal with the instances in which the railroad companies had 
reserved to themselves the right to carry milk and cream in 
baggage cars by exceptions to the tariffs establishing the scales. 
Of that general character were the schedules suspended in these 
cases. 

The express company said it published the suspended sched- 
ules at the request of the two railroad companies to comply 
with its contracts with them. On brief the counsel for the 
express company said the issue presented was “whether the 
express company should be required to establish and maintain 
mileage rates for milk and cream traffic via the railroads over 
which its contracts do not authorize or permit it to handle such 
traffic.” 

Commissioner Cox said it was clear the contracts reserved 
the milk and cream traffic to the railroad companies. He said 
the protestant did not dispute that but contended the contractual 
provisions relied upon were in conflict with the interstate com- 
merce law and were therefore inoperative. With that view the 
Commission could not agree. It said the Supreme Court of the 
United States, as long ago as 1886, recognized the binding force 
of contracts of this character and reversed the decree of a 
lower court which amounted to an attempt to create a new 
and different contract between certain railroads and express 
companies, Express Cases, 117 U. S. 1, 28. The court observed 
that regulation o1 matters of that kind was legislative in char 
acter, not judicial. 

“It is clear thei for us to decline to permit the suspended 
schedules to become effective would amount to a revision of 
the express company’s several contracts so as to extend to that 
company certain rights to traffic which were not contemplated 
by the contracts as executed,” said Mr. Cox. “No legislative 
authority for doing this has been drought to our attention and 
we are aware of none. The rail carriers are not before us in 
this proceeding nor are their rates in issue. If their rates on 
milk and cream are violative of the act, relief may be obtained 
in a proper proceeding.” 

Commissioner Cox said the suspended schedules would 
operate merely to restore the former and long-established status 
of the milk and cream traffic on the Illinois Central and Great 
Northern and to place those carriers on the same basis as many 
others in the same general territory whose former practices in 
that regard are recognized by the express company’s tariffs. 

All the observations about the effect of the contracts related 
only to traffic originating at points on the two railroads, that 
being the traffic in which the protestant was interested and to 
which the evidence was largely confined. The tariffs suspended 
in No. 1627, the report said, covered also shipments originating 
on lines other than the Great Northern and destined to points on 
that line. As to such traffic, the report said, the proposal was not 
to cancel the express mileage scales, but to provide for the 
application of the scale on the basis of separate mileages to 
and from the transfer points, rather than on the basis of con- 
tinuous mileage. Because of the relatively lower rates for long 
than short distances, this change, while permitting the express 
company to continue the service, would result in considerable 
increases in the express rates. The Commission said the testi- 
mony did not convince it that the increases had been justified. 

The findings were that the schedules to preserve the terms 
of the contracts had been justified, but that those involved 
in No. 1627, in so far as they affected traffic destined to points 
on the great Northern, had not been justified. The finding as to 
them was without prejudice, however, to the publication of 
schedules in conformity with the findings. 


MOUNT HOPE MINERAL CASE 


The Commission has dismissed No. 11360, Mount Hope Min- 
eral Railroad Company vs. Central Railroad Company of New 
Jersey et al., opinion No. 8016, 74 I. C. C. 195-200, holding the 
refusal of the trunk lines to establish and maintain through 
routes and joint class and commodity rates in connection with 
the complaining short line, which the trunk lines regard as an 
industrial road, and to allow it to participate in divisions of such 
rates, is not unreasonable or unduly prejudicial. 


REPARATION ORDERED 
In a report on further hearing in No. 11767, Thomas W. Sim- 
Mons & Co. vs. Director-General, opinion No. 8013, 74 I. C. C., 
187, the Commission entered an order of reparation for $2,234, 
With interest, on account of three carloads of potato starch, im- 
Ported, from Seattle to Chicago, shipped in July 1918, on which 
a rate of $2:19 was imposed. The Commission held the rate un- 
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reasonable, in the original report, 62 I. C. C. 422, to the extent 
it exceeded $1.25. It said it was not sure the complainant had 
paid and borne the charges and held the case open for further 
hearing on that point. 

The importer paid charges, in 1918, at the rate of $1.125 but 
thirteen months later, the Director-General collected undercharges 
amounting to $2,531 because the applicable rate was $2.19. It was 
condemned as unreasonable. 


BRICK COMPLAINT DISMISSED 


The Commission has dismissed No. 12307, Hydraulic-Press 
Brick Co. et al. vs. Director-General, opinion No. 8012, 74 I.C.C. 
185-6, holding the rates on brick, from Cayuga and Brazil, Ind., 
to Lincoln, Neb., and Sheridan, Wyo., respectively, and from. Buff- 
ville, Kan., to Norfolk, Neb., between July 3, 1918, and May 9, 
1919, were not. unreasonable. The attack was upon the in- 
crease of each factor in the combination of rates on which the 
shipments in question moved. 


NEW RATE ON SULPHUR 


The carriers have been ordered, in No. 12000, E. I. du Pont 
de Nemours & Co. vs. Director-General and Pennsylvania, and 
No. 12831, Butterworth-Judson Corporation vs. Director-General 
and Central of New Jersey, opinion No. 8015, 74 I. C. C. 191-4, 
to establish a rate on crude sulphur, carloads, from alongside 
vessels discharging in New York Harbor, to Newark, N. J., not 
later than January 29, not exceeding 80 per cent of sixth class. 
It held the existing rate unreasonable. It awarded reparation to 
the basis indicated on shipments made between June 25, 1918, 
and May 29, 1920. 


JEWELRY IN BAGGAGE 


The Commission, in an opinion written by Commissioner 
Daniels, has dismissed No. 12547, Mrs. E. F. Berkley Jones vs. 
Long Island et al., opinion No. 8023, 74 I. C. C. 238-41, holding the 
rule of the carriers that they would not be responsible for money, 
negotiable papers, jewelry and other valuables if carried in bag- 
gage to be not unreasonable or otherwise unlawful. 

In ordering its dismissal the Commission came to a con- 
clusion the reverse of that recommended by the examiner who 
heard the testimony and wrote what he thought the Commis- 
sion should hold, on the theory that the jewelry lost from Mrs. 
Jones’ baggage constituted’ adornment suitable to her station 
in life and therefore of the kind to be carried by her as baggage. 
The complainant contended the carriers failed to conform with 
paragraph 6 of section 1 in that their passenger tickets and bag- 
gage checks did not contain notice of the rule. She sought to 
have the rule cancelled, but in the event it was not held unlawful 
the Commission was asked to require defendants to give refer- 
ence to it in express terms on the ticket, baggage check, or valua- 
tion slip. 

The railroads contended that approval of a rule permitting 
the transportation of jewelry in baggage would be provocative 
of pilferage. They called attention to the fact that about 18 
men had handled the.trunk in question and that the records 
showed it to have been in good condition all the time. In 
disposing of the case the Commission said: 


We find the present rule is not unreasonable. The allegation with 
respect to the defendants’ seeking to exempt themselves from respon- 
sibility for the loss of an alleged proper and legitimate item of pas- 


senger’s personal baggage need not be discussed in view of the 
findings herein, 


CLASS RATES FROM OREGON 


The Traffic World Washinyton Bureau 


In No. 12830, Klamath County Chamber of Commerce vs. 
Southern Pacific et al., and related cases, the Commission has 
condemned, as unreasonable, class rates from Portland and 
other Oregon points to points in northern California and south- 
ern Oregon, and prescribed a scale to be established not later 
than February 24. The scale begins with 44 cents, first class, 
for 40 miles, progresses by 10-mile blocks up to 100, at which 
the first class is 78 cents, then by 20-mile blocks, ending at 
600 with a rate of 230 cents and a fifth class rate of 115 cents. 
Rates on the Klamath Falls branch of the Southern Pacific are 
to be arbitraries over, beginning with 11.5 cents on first class, 
and ending with 2.5 cents on class E. Interstate rates for local 
use on that branch are to be 10 per cent over the main-line 
scale. Where distances are less than 40 miles the scale is 
to be graded so as to have 30 cents for 10 miles or less, and 
37.5 for 25 miles. California’s intrastate class scale, applicable 
from central California jobbing centers, was condemned as 
unjustly discriminatory against interstate commerce. The scale 
prescribed by the Commission is to be substituted. 

All rates herein quoted are to be subjected to the 10 per 
cent reduction that went into effect July 1 last. 
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LAKE-FRONT FURNACE FUEL 


Examiner Bronson Jewell has recommended the dismissal of 
No. 13445, Lackawanna Steel Company et al. vs. Pennsylvania et 
al., on a finding that the rates on coal and coke, from the Rey- 
noldsville, Pittsburgh and Connellsville districts to Buffalo, are 
not unreasonable or unduly prejudicial in comparison with rates 
charged their competitors for the transportation of iron ore from 
Lake Erie ports. 

Complainants are iron and steel manufacturers at Buffalo. 
They alleged the rates on coal and coke from the Pennsylvania 
districts to Buffalo were relatively unjust, unreasonable and un- 
duly prejudicial in comparison with the rates charged their com- 
petitors for the transportation of iron ore from the Lake Erie 
ports to interior iron and steel producing points. This complaint 
was generally regarded in the iron and steel trade, and among the 
railroads as well, as an attack by the lake-front iron and steel 
interests, and especially those having blast furnaces selling pig 
iron, upon the costs of assembling the raw materials as embodied 
in the freight rates based on the theory that the railroads were 
favoring the interior plants because they had made smaller in- 
creases in rates on ore from the ports than in coal and coke from 
the interior points to the lake-front furnaces. It was an outgrowth 
of the various attempts, by the trunk line railroads, to reduce 
rates on iron ore, subsequent to Ex Parte 74 but prior to the 
decision in Reduced Rates, 1922. The rates under discussion in 
the case were those in effect prior to July 1, 1922. By stipulation, 
the testimony and exhibits in No. 12560, Lackawanna Steel Co. 
et al. vs. Director-General, Pennsylvania, et al. and I. and S. 1504, 
Trunk Line and Ex-Lake Iron Ore Rates, decided and reported 
in 69 I. C. C., 589, were made a part of the record in this case. 

The theory of the complainants was that the relationship of 
the rates on fuel northbound and iron ore southbound was rea- 
sonably satisfactory, prior to the effective date of rates decreed 
in General Order No. 28. Due to the difference in the amounts 
and to the manner in which General Order 28 increases were 
applied, their proper relationship, according to the complainants, 
was destroyed and Buffalo unduly prejudiced. For example, the 
rate on ex-lake ore from Buffalo to Pittsburgh was increased from 
81 cents to $1.14 per net ton, while at the same time the rate on 
lake cargo coal in the reverse direction was increased from 93 
cents to $1.86 per net ton, while the rate on coal to the Buffalo 
district proper was increased from $1.40 to $2.51. Thus, accord- 
ing to the complainants, the most important transportation 
charge they have to pay was increased $1.11 per ton, while their 
competitors at Pittsburgh suffered an increase of only 32.7 cents 
yer net ton in the most important transportation charge they 
have to bear. In other words, the excess of the Buffalo coal 
rate over the Pittsburgh ex-lake ore rate was increased from 
58.7 cents to $1.47 per ton net. ‘ 


As correction for that situation the complainants proposed, 
first, that the coal rate of $2.51 be reduced to $2.38, and that the 
ore rate be increased 30.8 cents per ton. That sum represented 
the amount, increased 40 per cent, asked by the ex-lake ore car- 
riers in Ex Parte 74, as their share of the General Order 28 in- 
crease, which went entirely to the carriers in the upper lake 
region. Intervening interests opposed the suggestion for in- 
creased ex-lake ore rates unless at the same time a correspond- 
ing reduction was made in the rates to the upper lake ports. 
Those interveners, having furnaces in the Mahoning and Shen- 
ango valleys, and other points between Pittsburgh and the lake 
ports, objected also to the proposal of applying the~30.8 cent 
increase to all ex-lake ore as vicious because it ignored the ele- 
ment of distance. 


The complainants contended ore did not pay its proper share 
of the transportation cost and undertook to support that by a 
series of exhibits purporting to show the approximate cost of 
handling the ore traffic. The defendants and intervening valley 
interests criticized the methods used. The railroads also denied 
the existence of any relationship between coal and ore rates 
and pointed out that in the decade from 1890 to 1900, there were 
five different spreads and from 1910 to date, eight different 


spreads. They denied the allegation of undue prejudice, made by 
Buffalo. 


The examiner said some of the disadvantage Buffalo claimed 
had been removed by the reductions that went into effect July 1 
last. The Buffalo interests, the examiner pointed out, in Reduced 
Rates, 1922, introduced arguments of the kind they put forward 
in this case, but the Commission reached the conclusion that 
uniform reductions should be made and not different kinds of 
reductions, as proposed by the lake-front interests. 

The examiner said the cost studies submitted by the com- 
plainants, while representing an approximation of the probable 
cost of transporting ore, did not purport to be more than a close 
estimate of the actual figures and did not afford sufficient basis 


eo 


for a finding that the ore rates were unremunerative or cast 
an undue burden upon the coal traffic. He said the lawfulness 
of the coal rates to Buffalo were before the Commission in an- 
other proceeding and would be disposed of after due considera- 
tion of all the evidence. 

“In answer to complainants’ charge that the carriers have 
for many years wilfully conspired systematically to rob iron 
and steel plants at Buffalo,” said the examiner, “it is sufficient 
to point out that witnesses for these interests stated that the 
relationship of ore and fuel rates was satisfactory up to June 
25, 1918. Since that time the only changes which have occurred 
have been caused either by order of the Director-General or 
pursuant to decision of this Commission.” 


BLACKSTRAP MOLASSES RATE 


Examiner Harris Fleming has recommended the dismissal of 
No. 13732, H. L. Halliday Milling Company vs. Director-General, 
Mobile & Ohio, on a finding that the rate of 20 cents on im- 
ported blackstrap molasses on eight tank cars of that commodity, 
shipped from Mobile, Ala., to Cairo, Ills., in January, 1920, was 
not unreasonable or otherwise unlawful. The complainant con- 
tended the rate should have been 16.5, later established, and 
maintained for a short time. The complainant claimed the tariff 
making the increase to 20 cents, the domestic rate, was not 
posted so it could know of the change and pass on the cost to 
buyers of feed containing the blackstrap. The examiner said 
there was no showing in support of the allegation that the rate 
was not posted as required by law. 


OHIO STATE COAL RATES 


In a supplemental report on No. 12698, Southern Ohio Coal 
Exchange vs. Chesapeake & Ohio et al., and related cases, which 
together are known as the Ohio-Michigan Coal cases, Chief 
Examiner Quirk has proposed that the Commission condemn 
the Ohio commission rates resulting from the action of the Ohio 
authorities, following the Commission’s decision in Reduced 
Rates, 1922. 

On complaint of Ohio operators, the Ohio commission or- 
dered the carriers to publish rates from Ohio mines to Ohio 
destinations, not later than September 21, 1922, not more than 
26 per cent higher than those in effect immediately prior to 
August 26, 1920. The result of that order was that the Ohio 
intrastate rate from Ohio mines to Toledo became $1.89, or 10 
cents less than the interstate rate between the same points. 
The differential from No. 8 district in Ohio to Cleveland became 
4 cents under the Pittsburgh rate to Cleveland. 

Based on the tonnage of 1920, the carriers said the action 
of the Ohio commission would deprive them of $618,000 a year, 
besides giving the Ohio mines an advantage in the various mar- 
kets in which Ohio, Pennsylvania and West Virginia coals com- 
pete. 

The sole question was one of relationship. The Commission, 
in Ex Parte 74 and Reduced Rates, 1922, told the carriers to 
preserve the differentials existing at the time. The differentials 
in question were those prescribed in the report of the Commis- 
sion in Bituminous Coal Rates to C. F. A. Territory, 46 I. C. C. 66. 
In that case the Commission said the rates from Ohio mines to 
destinations in the northwestern part of Ohio, beyond a line 
drawn through Galion and Sandusky and north of the Pennsyl- 
vania, roughly speaking, should be 40 cents per ton under the 
rates from the inner crescent mines and that the outer crescent 
mines should be 20 cents over the inner crescent rates. 

When the Commission dealt with the subject in Ex Parte 
74 it approved the method for preserving differentials established 
in the case before mentioned. That method called for a 40 per 
cent increase from the inner crescent mines. Rates from the 
Ohio mines were made by subtracting the differential from the 
inner crescent rates as inflated, and calling the remainder the 
rate from the Ohio mines. The result of that operation was the 
addition of an increase greater than 40 per cent to the Ohio 
rates. 

The Ohio commission dealt with the subject to such an ex- 
tent that it forbade the making of rates in accordance with that 
rule, from the Ohio mines. It allowed them to increase the 
Ohio rate only 40 per cent. It ignored the question of dif- 
ferentials. Complaint was made. Before Quirk made his report 
the decision in Reduced Rates, 1922, came down and, for a time, 
the Ohio state and Ohio interstate rates were either on an exact 
or a practical parity, as they had been before the increases made 
since 1914 had become accomplished facts. 

After the Commission’s decision in the reduced rates case 
became operative and after Quirk’s recommendation that the 
thirteenth section proceedings be discontinued because there was 
substantial parity between state and interstate rates on coal in 
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Ohio, the Ohio commission came along with the decision which 
caused the instant case to be revived. If ordered the carriers 
to make reductions in the rates so that the rates on coal would 
not be more than 26 per cent above those in effect August 26, 
1920. It ignored the differential situation and required the car- 
riers to follow the letter of the Commission’s order in Reduced 
Rates, 1922, applicable to situations not involving differentials. 

Quirk said the Commission should hold there were no con- 
ditions affecting transportation of coal within Ohio, between the 
points here involved, which justified the maintenance of a lower 
basis of intrastate rates than the basis of rates and charges con- 
temporaneously applicable to interstate traffic of the respondents 
for similar services with respect to “which findings are made 
herein.” 


RATES ON LUMBER 


In a report on No. 13728, J. R. Thames vs. Alabama & North- 
western et al., Examiner John A. McQuillan has advised the Com- 
mission to hold the rates on lumber, from Sweetwater, Ala., to 
northern and eastern destinations, after March 1, 1920, were and 
are not unreasonable, and that rates on lumber from Sweetwater 
to points in southern Virginia and the Carolinas, prior to October 
22, 1921, were and are unreasonable to the extent they exceeded 
the rates in effect prior to July 1, 1922, reduced 20 per cent. He 
said reparation should be awarded on shipments prior to Octo- 
ber 22, 1921, the date of the hearing, to the basis indicated. The 
report also covers No. 13649, Same vs. Same, 


COMMISSION ORDERS 


The Commercial Milling Company has been permitted to 
intervene in No. 14226, the Board of Trade of the City of De- 
troit vs. Wabash Railway Company et al. 

The Arizona Corporation Commission has been permitted 
to intervene in No. 14256, Southern Arizona Traffic Association 
et al. vs. C. R. I. & G. Ry. et al. 

The Beatrice Creamery Company has been permitted to in- 
tervene in No. 14289, the Lincoln Chamber of Commerce et al. 
vs. Arkansas Central R. R. et al. 

The Commission has granted the El Paso Chamber of Com- 
merce permission to intervene in No. 14351, Traffic Bureau of 
the Phoenix Chamber of Commerce et al. vs. A. T. & S. F. Ry. 
et al. 

The Minneapolis Traffic Association has been permitted to 
intervene in No. 14361, Sub. No. 1, Virginia Chamber of Com- 
merce vs. Ann Arbor Railroad Company et al., and also in 
No. 14401, Commerce Association of Aberdeen, S. D. vs, A. T. & 
S. F. Ry. Co. et al. 

The C. Reiss Coal Company, Milwaukee-Western Fuel Com- 
pany, Youghiogheny & Ohio Coal Company, Wisconsin Great 
Lakes Coal & Dock Company and United Coal & Dock Company 
have each been permitted to intervene in No. 14142, Illinois 
Coal Traffic Bureau vs. C. & N. W. Ry. et al. 

The Atchison Board of Trade, Board of Trade of Kansas 
City, Mo., Omaha Grain Exchange and St. Joseph Grain Ex- 
change were permitted to intervene in No. 14393, Public Utilities 
Commission of Kansas vs. A. T. & S. F. et al. 

The Commission has modified its order in I. & S. No. 16038, 
Iron and steel articles from New Orleans, La., group points to 
Texas, in so far as it required the cancellation of the proposed 
20 cents proportional rate from New Orleans rate points to How 
ston rate points so that it will become effective February 15. in- 
stead of December 11. The modifying order, however, contains a 
proviso that the above mentioned modification will be made if 
the respondents postpone the effective date of the tariffs in- 


volved until February 15. The Commission authorized such 
postponement. 





VALUATION REPORTS 


In tentative valuation reports the Commission has fixed the 
final value of the Crittendon Railroad Company, of Bonita, La., 
at $176,680 as of June 30, 1916, and of the Lexington Union Sta- 
tion Company, of Lexington, Ky., at $776,498 as of June 30, 1917. 

The Commission, in tentative valuation reports, has fixed 
the final decision of the property of the Mineral Point & Northern 
Railway Company, of Wisconsin, at $556,927 as of June 30, 1917, 
and of the property of the Akron Union Passenger Depot Com- 
pany, of Akron, O., at $301,713 as of June 30, 1916. 


CHARGES FOR ICING 


The Trafic World Washington Bureau 


In a report on I. and S. 1638, mimeographed, without page 
or opinion number, the Commission held the carriers had not 
justified proposed increases in charges for icing and re-icing 
of fresh fruits and vegetables in cars on team tracks of the 
Terminal Railroad Association at St. Louis and East St. Louis. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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REVERSES DAMAGE SUIT JUDGMENT 


The Supreme Court this week reversed the Supreme Court 
of Mississippi in No. 132, James C. Davis, Director-General of 
Railroads, vs. Mrs. Maude E. Green, administratrix of the estate 
of Jesse Green, the Mississippi tribunal having approved a 
judgment for $35,000 against the railroad company. 

The action was made up of the consolidation of two suits, 
both brought to make the Director-General liable for what was 
alleged to have been the wilful and wanton killing of Jesse 
Green, a conductor on the line of the Gulf & Ship Island, by 
one McLendon, an engineer. 


One of the suits was brought under the state law and the 
other was intended to state a cause of action under either the 
law of the state or the act of Congress as the facts should 
turn out. The defendant contended that the plaintiff ought not 
to have her action because the defendant and the employes 
were engaged in interstate commerce at the time the killing 
occurred. 

Mr. Justice Holmes, who delivered the opinion, said the 
trial judge ruled that the parties were engaged in interstate 
commerce, without objection, so far as the record disclosed, but 
refused, subject to exception, to direct a verdict for the defend- 
ant. The plaintiff then obtained judgment for $35,000. 

In conclusion, Justice Holmes said: 


The Supreme Court sustained the judgment, although it held that 
the case was governed by state law. It held that on the general 
principle of liability the act of Congress and the law of the state 
agreed. It held, however, that there were important differences 
between the two laws with regard to the measure of damages and 
otherwise and that as the case was tried under the act of Congress, 
and as on the evidence the highest amount that could have been 
recovered under the federal act was $16,000, the plaintiff must 
remit all above that amount if she would retain her judgment, 
although under the state law she could have recovered more. 

The ground on which the railroad company was held was that 
it had negligently employed a dangerous man with notice of his 
characteristics, and that the killing occurred in the course of the 
engineer’s employment. But neither allegations nor proof present 
the killing as done to further the master’s business or as anything 
but a wanton and wilful act done to satisfy the temper or spite of 
the engineer. Whatever may be the law of Mississippi a railroad 
company is not liable for such an act under the statutes of the 
United States. The only sense in which the engineer was acting in 
the course of his employment was that he had received an order 
from Green which it was his duty to obey—in other words, that he 
did a wilful act wholly outside the scope of his employment while 
his employment was going on. We see nothing in the evidence that 
a justify a verdict unless the doctrine of respondeat superior 
applies. 

_ As we understand the opinion of the Supreme Court of Missis- 
sippi it based its decision in part upon the assumption that liability . 
for the engineer’s act was imposed upon the defendant by both 
laws and this assumption would be a sufficient ground for reversing 
the judgment. But we should come to the same conclusion even 
if our understanding were shown to be wrong. As the record 
stands it appears to us that the case was tried upon the warranted 
supposition that there was no serious controversy as to the parties 
having been engaged in interstate commerce and for that reason 
the defendant paid but slight attention to proving the fact. It 
seems at least not improbable that the parties were so engaged. 
In such circumstances the defendant is not to be deprived of its 
rights under the law of the United States by a decision that the 
fact now questioned was not adequately proved. On such matters 
we must judge for ourselves. If there is a new trial probably the 
plaintiff will be allowed to dispute the character of the employment 


if she is so advised. See Bowen vs. Illinois Cent. R. R. Co., 136 Fed. 
Rep. 206. 


SUSTAINS LOSS AND DAMAGE 


The validity of a statute of the state of Indiana relating to 
the presentation of claims for loss or damage to freight trans- 
ported wholly within the state was sustained this week by the 
Supreme Court, in affirming the Supreme Court of Indiana in 
No. 107, Southern Railway Company, plaintiff in error, vs. Jo- 
seph H. Clift, defendant in error. 


After denying a motion made by counsel for Clift to dismiss 
the writ of error, Mr. Justice McKenna said: 


The merits of the case are concerned with the validity of a statute 
of the state of Indiana passed in 1911 providing for the presenta- 
o- +d seen for loss or damage to feright transported wholly within 

e state. 

A section of the act requires the claimant to present his claim 
within four months, and another section (section 3) prescribes the 
—- and. the time of action of the railroad company. It is as 
ollows: 
. “That every claim for loss of or damage to freight trans- 
ported wholly between points within the _ state of Indiana may 
be presented to the agent of the carrier who issued the receipt or 
bill of lading therefor or to the feright agent or representative of 
such carrier at the point of destination, or to any freight agent 
of any carrier in whose possession such freight was when lost or 
damaged, and when so presented shall be paid or rejected by such 
earrier within ninety days therefrom, and if neither paid nor 
rejected in whole or in part within such time, such claim shall stand 
admitted as a liability due and payable to the full amount thereof 
against any such carrier, and may be recovered in any court having 
competent jurisdiction.”’ 

. The assignments of error assail the quoted section as offensive to 
the Fourteenth Amendment of the Constitution of the United 
States, and in specification it is contended that the judgment of the 
court in sustaining the statute and in rendering judgment against 
the company for the full amount of the claim presented, together 
with interest, upon the pleadings in the case, denied to the company 
the right to defend the case on the merits as to the amount defend- 
ant in error was damaged and whether he was damaged at all. 

The invocation of the company is of the due process clause of 
the Fourteenth Amendment. It is admitted the effect of the de- 
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cisions of this court is that the relation of carriers and shippers 
is “a relation so peculiar as to render valid a classification based 
upon it.’’ If there may be class assignment, there may be class 
legislation. In other words, under the concession and the de- 
cisions that compel it, railroads have _ special characteristics and 
duties, and the le islation that is considerate of and appropriate to 
those characteristics and duties is due process of law. And this 
obviously. The service of a railroad is in the public interest; it is 
compulsory, and its purpose and duty are the transportation of 
persons and things promptly and safely, and the purpose and duty 
are fortified by responsibility for neglect of them or violation of 
them. And legislation may make an element of responsibility an 
early payment of loss or notification of controversy that responsi- 
bility may be enforced if it exist. In the legislation under review 
there is no impediment to investigation. Considering the facilities 
of the railroad company there is time for investigation and what can 
be discovered by it, and if controversy is resolved upon, the 
procedure of the law and the principles which direct the de- 
cisions of the law are available against the claim in whole or in part. 
Counsel is, therefore, in error, in the statement that the statute 
prohibits the railroad ‘‘from contesting the justice of the claim 
which had been presented to it, and from showing, even though 
the claim is jusified to a certain amount, it is not just to the 
extent claimed.” 

The company cites cases to sustain its contention that the 
statute of the state is unconstitutional. We do not review them 
because we consider that they are not analogous or pertinent. 
They were not concerned with the time of the presentation of claims 
simply and suit upon them as in the Indiana statute. They were 
concerned with elements or conditions of liability in addition to 
the claims. Other cases which, in candor, the company has cited 
oppose its contention. In Seaboard Air Line vs. Seegers, 207 U. S. 
77. a statute of South Carolina was held valid imposing a penalty 
of fifty dollars on all common carriers for failure to adjust dam- 
age claims within forty days from the time of demand. The statute 
was considered as not one of the mere refusal to pay a claim nor 
was it decided to have that objection because a penalty of fifty 
dollars could be imposed in case of recovery in court. The penalty 
was considered a legal deterrent upon the carrier in refusing the 
settlement of just claims and as compensation for the trouble and 
expense of suit. In Yazoo & Mississippi Valley Company vs. Jackson 
Vinegar Company, 226 U. S. 217, the penalty prescribed was de- 
cided to be a reasonable incentive for the prompt settlement, with- 
out suit, of just demands of a class admitting of special legislative 
treatment. o the same effect is Kansas City Railway Company vs. 
Anderson, 233 U. S. 326: Missouri. Kansas & Texas Railway Company 
vs. Cade, 233 U. S. 642, and Chicago & Northwestern Ry. Co. vs. 
Nye Schneider Fowler Co., decided November 13, 1922. 

In attempting to minimize these cases or exclude them from au- 
thority it seems to be contended, certainly implied, that by the stat- 
ute, in case of suit by a claimant, he is excused from establishing his 
claim. The contention is untenable. The statute is clear and direct 
in its requirements. If the claim is just, there is no injustice in 
requiring its payment; if the claim is deemed by the company to 
be unjust, the statute requires a declaration of the fact by its 
rejection. Upon rejection, suit, of course, must be brought for it and 
it must be established. No penalty is imposed for its rejection nor 
increase of its amount in consequence of rejection. 


SUSTAINS PERSONAL INJURY VERDICT 


The Supreme Court this week affirmed the Superior Court 
of New York in No. 110, New York Central & Hudson River 
Railroad vs. John W. Kenney, holding that amendment of the 
complaint in the case after 71% years had elapsed after the 
suit was begun was permissible under the circumstances. The 
lower courts sustained a vedict for personal injuries to Kenney. 
After several trials and after the suit had been pending for more 
than seven years, the complaint was amended so as to allege 
that the defendant was engaged in interstate commerce at the 
time of the accident and the complainant got judgment under 
the federal employers’ liability act. The defendant contended 
that the allegation as to being engaged in interstate commerce 
injected a new cause of action and that the complaint should 
be held barred by the two-year statute of limitations. The 
Supreme Court did not think the amendment was of such a 
nature as to sustain the defendant’s contention. 


DENIES WRIT OF CERTIORARI 


The Supreme Court has denied the application of the Penn- 
sylvania Railroad Company for a writ of certiorari in No. 608, 
Pennsylvania vs. United States, which the company sought to 
have reviewed by the court to settle the question of whether or 
not a clerk of a federal court could charge a commission of 1 
per cent on fines and costs assessed against railroad companies 
for violation of the 28-hour live stock law and make the rail- 
roads pay the commission. The action means that the court 
will not pass on the question. (See Traffic World, Oct. 14, p. 814.) 


JUDGMENT AGAINST RAILROAD 


Special Chancellor Clayton D. Potter rendered a decision 
December 2 in the chancery court in Harrison County, Miss., 
in which the Ingram-Day Lumber Company of that county got a 
judgment of $11,770.84, with interest, against the Gulf & Ship 
Island Railroad Company, because of expense caused by a rule 
of the railroad company not to let its cars, in a period of car 
shortage, go beyond its own lines. The decision, in part, is as 
follows: 


The bill of complaint charges in the first place that the Gulf 
& Ship Island Railroad Company did not equip itself with suffi- 
cient cars to take care of its normal business as a carrier, and 
that by reason of this failure during the twelve months of the 
year 1917 and during seven months of the year 1920, from March 
to October, inclusive, a large loss has been sustained by the com- 
plainant by reason of the defendant’s neglect of duty in not sup- 
plying itself with a sufficient number of cars. It is further 
averred that even if the defendant had sufficient cars for normal 
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times, and even if there was a car shortage that nevertheless 
during the two periods complained of, the complainant sustained 
losses, it is alleged by reason of unlawful and unfair discrimina- 
tions in the allotment of cars to the complainant. There was also 
an allegation that during the 1917 period above mentioned that 
the defendant refused to permit its cars to go beyond its own 
lines. that as to both interstate and intrastate shipments origin- 
ally loaded'in Gulf & Ship Island cars it was necessary for the 
complainant to bear -the expense of loading and unloading such 
cars, and it was alleged that the complainant should recover the 
amount expended on this account with interest. 


The evidence in the case is practically uncontradicted. 


From the evidence I find that for normal times the Gulf & 
Ship Island Railroad Company had supplied itself with sufficient 
ears to properly take care of its normal business, I also find that 
in both periods of time involved in this suit there was an acute 
shortage, and that it was impossible for the defendant company 
to supply itself with sufficient equipment to take care of all de- 
mands, and that it was necessary for it to pro rate cars, 


As to alleged discriminations in interstate shipments, I am of 
the opinion that this court has no jurisdiction to proceed. And 
this, notwithstandir.g the fact that the rule of distribution had 
not been sanctioned by the Commerce Commission and had not 
been published. It is well settled that a suit on account of 
the discriminatory character of any rate, rule or practice over 
which the Interstate Commerce Commission has jurisdiction can- 
not be brought in a state court until such rate, rule or practice 
has been declared unreasonable or discriminatory by the Com- 
mission. The state courts have no authority under repeated 
rulings of the Supreme Court of the United States to pass on the 
reasonableness of such rules. 

On the same principle the claim for 1917 in so far as interstate 
shipments are concerned is barred. 


With reference to 1920, it appears that the complainant’s 
total requirement was 2,644 cars. Complainant received in all 
1,463 cars, and 434, or about 30 per cent of the total, were as- 
signed to intrastate commerce. The evidence shows that every 
mill constantly operated and which had daily demand for cars 
along the Gulf & Ship Island Railroad was apportioned a certain 
number of cars daily, and that none of them received its full 
requirement. 


In the case of car shortage it is impossible, especially in 
such a short period of time as ten months, for the carrier to 
determine the exact number of cars that should be allotted to 
every shipper. I am of the opinion that where there is no inten- 
tion to discriminate, as in this case, substantial justice in allot- 
ing cars is all that can be expected of the carrier, and I am not 
prepared to say that where millions of feet of lumber and hun- 
dreds of cars of other products are shipped and where the period 
of time covers abcut ten months, that the failure to furnish 45 
cars of one car per week to ship the lowest grade material, worth 
only about $30 a car, in time of an acute car shortage, can be 
called a discrimination, especially where the by-product has not 
in fact been produced, but the quantity has only been estimated 
by the defendant’s own officers without giving the exact basis 
upon which the estimate has been made. In addition to this, it 
is doubtful whether the number of cars that should under the 
circumstances be allotted to each carrier can be satisfactorily 
determined by the evidence adduced by the complainant. In the 
determination of the proper number of cars to allot to each ship- 
per one element considered in nearly all cases cited in the trial 
of this case was past performance on the part of the mine or mill, 
or whatever class of shippers were rated. The burden of proof is 
on the complainant, and it may be that it should have proven, if it 
intended to show a discrimination in the allotment, its own and 
the past performance of other mills having a continuous run and 
a daily demand for cars along the Gulf & Ship Island Railroad. 
But _ even if only the element of accumulated stocks and current 
productions be taken into consideration I am of the opinion that, 
in so far as intrastate commerce is concerned, the Gulf & Ship 
Island Railroad Company did substantial justice to the complain- 
ant. Therefore, I am of the opinion that there can be no recovery 
on account of unlawful discriminations charged in the bill of 
complaint. 


It is urged, however, by the complainant that one hundred or 
more cars were permanently let to certain mills along their lines 
for the purpose of bringing logs from outlying districts to mills 
along the railroad. The purpose of the lease of such cars, about 
a hundred in number. was to increase the business of the railroad 
company, and was neither in violation of the law nor any other 
known public policy. It may be that a hundred cars were let for 
this purpose, and it may be that a very slight advantage was 
obtained at the time of car shortage by the companies thus 
favored as to that part of their business, but, at all events, the 
purpose was a legitimate one and the railroad company had a 
right in the furtherance of its business to furnish some of its 
equipment for this purpose, and if these companies have received 
a few more cars than they should have received for the purpose 
of hauling logs from the woods to the mill, such does not appear 
in this record. As time goes by the source of the timber supply 
gets farther and farther from the Gulf & Ship Island Railroad, 
and for its very existence it is necessary for the defendant com- 
pany to use such legitimate means as it can to increase its traffic. 
To furnish mills for hire, during normal times, equipment not 
necessary to its normal demands, was a legitimate exercise of its 
corporate functions. The defendant held itself out as a common 
earrier of freight both in interstate and intrastate commerce to 
destinations beyond its own lines. Every shipper had a right to 
obtain a bill of lading from any point on.the Gulf & Ship Island 
Railroad to any other point within or without the state reached 
by it and connecting lines, and each shipper had a right to 
demand that the charges would be no more than the published 
rates to any destination.. It was, perhaps, a reasonable rule on 
the part of the railroad company in time of car shortage not to 
permit its own cars to go beyond its own lines, but this was done 
for its own convenience. It was the duty of the railroad company 
to furnish equipment, and whatever sums were paid out by the 
complainant because of having to transfer such freight is properly 
chargeable to the defendant. 

I find that these items were as follows: 


I id sae bal aha lal oh oinye: + ev ebece'.& 06 tae 66: charere a $ 3,358.32 
Wreremt amd SIPPING... .c..s cc ccicccccce 4,647.03 
PING 60 624 d.are xo teres aes wiealomaetesew 3,765.49 

$11,770.84 


Therefore, a decree will be entered for complainant in the 
sum of $11,770.84, with interest from date of payment. 
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December 9, 1922 


THE ASSOCIATED TRAFFIC CLUBS 


(By a Staff Correspondent at St. Louis) 


The Associated Traffic Clubs of America, meeting at St. 
Louis, December 5 and 6, in its first session since the organ- 
ization meeting last May, found itself in thriving condition and 
meeting the expectations of even the most hopeful of its sup- 
porters. There were 68 delegates present from 32 clubs in as 
many different cities, each member club being entitled to send 
two delegates and two alternates with two votes to each club. 
Thirty-five clubs have completed the requirements of member- 
ship and have been favorably passed on by the board of di- 
rectors, and the president was authorized by the board to enroll 
three others that have applied for membership, as soon as they 
have paid their dues. So convinced were the directors of the 
organization of the success of the new association that, at their 
meeting after the convention had adjourned, they authorized 
the appointment of a committee to revise the constitution to 
provide for a permanent form of organization with a secretary 
and a chairman of the board of directors. The present form 
of organization was drafted to meet only the temporary needs 
of the association, with a view to economy, all the work being 
loaded on the president. This committee consists of Henry A. 
Palmer, of Chicago, chairman; T. T. Webster, of Dayton, and 
Ss. S. Butler, of St. Louis. It will prepare proper amendments 
to the constitution to be passed on by the board of directors 
and sent to member clubs at least thirty days before the date 
of the annual meeting, to be held in May, at which time they 
will be voted on by the delegates. 

Among the delegates were 16 presidents of clubs, 18 former 
presidents, and ten vice-presidents. Evansville and Sioux City 
are two new clubs that have applied for membership. 


Procedure of Member Clubs 


The association adopted a plan for procedure for recom- 
mendation to member clubs as to business of the national asso- 
ciation. A report of a special committee consisting of Henry A. 
Palmer, M. R. Maxwell and T. T. Webster was amended and 
adopted as follows: 


It is manifest that the Associated Traffic Clubs of America cannot 
function properly and efficiently unless there be some uniform method 
of procedure with respect to its business on the part of the member 
clubs. Promptness is especially important for the reason that, with- 
out it, the cause for a proposed course of action by the united clubs 
may have passed before anything is done. Even when there is no 
special cause for speed, the business of the national association would 
suffer if any considerable number of member clubs were dilatory in 
their action. Therefore, the Associated Traffic Clubs of America 
recommends to member clubs that they adopt a method of procedure 
that will enable them to dispose of all business coming to them from 
the national association and notify the proper officers of the associ- 
ation of the action taken by them, within thirty days of the receipt 
of communications from the national association. 

Member clubs should hold themselves in readiness at all times to 
call special meetings of their boards or members, or both, when there 
is an emergency requiring prompt action. 

The delegates of a member club to the national association should 
be invited by the board of governors of every club having such board, 
to sit with the oard at its meetings when the usiness of the national 
association is discussed—this for the purpose, not only of enabling 
the delegates to benefit by the board’s discussion, but to enable them 
to enlighten the board as to matters on which it may wish or need 
information. 


Transportation Correlation 


In considering the subjects on the docket the delegates 
seemed to lean toward the idea that hasty action should be 
avoided and that, on matters where there was no pressing 
emergency, consideration should be through committees after 
due deliberation and investigation. After considerable debate, 
this was the course adopted with respect to the subject: “Plan 
for the proper correlation of water, rail and highway trans- 
portation.” It was the sense of the convention that the presi- 
dent should appoint a committee to consider the subject and 
report at the next meeting. President Banham appointed the 
following committee: 


Chairman, Gerrit Fort, vice-president, Boston & Maine Rail- 
way, Boston, Mass.; T. T. Harkrader, traffic manager, American 
Tobacco Company, New York City; John T. Stockton, presi- 
dent, Joseph Stockton Transfer Company, Chicago; J. F. Hen- 
hessey, Jr., div. frt. agt., M. K. & T. Railway, Houston, Tex.; 
William C. Fitch, freight claim agent, Southern Pacific Com- 
pany, San Francisco, Cal.; W. J. Wisner, traffic manager, Amer- 
ican Chain Company, York, Pa.; George E. Boulineau, general 
freight agent, A. & W. P. Railroad, Atlanta, Ga.; J. M. Finley, 
traffic manager, Coleman Lamp Company, Wichita, Kan.; F. S. 
Holbrook (representative), V.-P., American Railway Express 
Company; W. J. L. Banham, ex officio. 

The subject of eighteenth amendment legislation and law 
enforcement, as related to ocean commerce, was tabled, after 
considerable debate. 


Intercoastal Steamship Traffic 


The question of placing intercoastal steamship traffic under 
the jurisdiction of the Interstate Commerce Commission was 
debated at length, with the result that a committee was ap- 
pointed to bring in a report at a later session. When the com- 
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mittee—J. M. Finley; of Wichita, chairman—reported in favor 
of giving the Commission jurisdiction, there was another long 
debate. The majority of delegates seemed to favor the report 
of the committee, in the main, but it was finally decided that 
there had not been enough consideration and that it would be 
the part of wisdom to continue the subject for investigation. 
The committee was, therefore, instructed to make a report at 
the annual meeting in May. The other members of the com- 
mittee are T. T. Harkrader, of New York; Carl Stripp, of Cleve- 
land; W. C. Fitch, of San Francisco; and G. C. Campbell, of 
Newark. 
Appointments to the Commission 


Because of the fact that there will be two vacancies on 
the Interstate Commerce Commission at the end of this month, 
the convention considered, as an emergency matter, the sub- 
ject: “Kind of appointments that should be made to the Inter- 
state Commerce Commission.” The following resolution was 
adopted, with a note to the effect that member clubs should 
take immediate action on it, reporting their action by wire to 
President Banham: 


Resolved, That it is the sense of the Associated Traffic Clubs 
of America, to be presented to the President of the United States 
with proper representations as to our qualifications to speak, that 
appointments to the Interstate Commerce Commission should be 
made with sole view to the fitness of the appointees to serve on this 
body, whose functions are of the utmost importance to both shippers 
and carriers. Appointees should be men of experience in the trans- 
portation world. 


Railroad Legislation 


The most important subject on the docket, perhaps, was 
that of railroad legislation, including the items: Abolition of the 
Labor Board, anti-strike legislation, amendment or repeal of 
section 15-a of the transportation act, and consolidation of the 
railroads. But this was most quickly disposed of of all the sub- 
jects. There was some debate, the keynote of which seemed 
to be that, although there was some remedial legislation that 
might well be enacted and some bad legislation that ought to 
be repealed, it would be better at this time not to agitate the 
subject of legislation, lest more harm than good result. A 
committee consisting of Henry A. Palmer, of Chicago, chair- 
man; Gerrit Fort, of Boston; W. C. Fitch, of San Francisco, 
and T. T. Harkrader, of New York, was appointed, on motion, to 
bring in a report on the subject. The committee was out only 
a few minutes and when it brought in the following report, the 
convention unanimously adopted it: 


The Associated Traffic Clubs of America in delegate convention 
assembled, hereby resolves, subject to the approval of member clubs, 
that, regardless of the faults of the ‘transportation act of 1920, in 
view of the fact that a radical element in Congress and elsewhere 
contemplates an assault on the law, which is in danger of resulting 
in harmful instead of helpful railroad legislation, the part of states- 
manship at this time is to present a bold front against any and all 
such attacks, for the reason that the present transportation act is a 
long step in the right direction of establishing the principle that there 
must be a proper return to the carriers in order to assure proper 
service to the shipper. 

All member clubs are to be requested to take the earliest 
possible action on the above resolution, making telegraphic 
reply to President Banham, at New York. 

The delegates were the guests of the St. Louis Traffic Club 
at its annual dinner Tuesday evening. President W. J. L. 
Banham was one of the speakers at the dinner. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Tulsa will hold its annual elec- 
tion December 11 in connection with a 6:00 P. M. dinner. 





The Traffic Club of Baltimore held its December meeting 
December 5. The speaker of the evening was Edward C. Plum- 
mer, of the U. S. Shipping Board Emergency Fleet Corporation. 
His subject was: “Government Aid for Shipping.” The meeting 
was a smoker. 





The Traffic Club of St. Louis held its annual dinner Decem- 
ber 5 at the Statler Hotel. Six hundred members and guests 
were at the tables. Among the guests were the delegates to and 
the officers and directors of The Associated Traffic Clubs of 
America, meeting in St. Louis. President W. J. L. Banham, of 
this national association, was one of the speakers at the dinner. 
The report of S. S. Butler, outgoing president, showed the club 
to be in thriving condition, having made a gain of 150 members 
in the last year. George W. Simmons acted as toastmaster. The 
principal speaker of the evening was Dr. John Wesley Hill, 
chancellor of Lincoln Memorial University, New York, whose 
subject was, “The People and the Railroads.” In his eloquent 
and entertaining manner, he told of some of the obstacles thrown 
in the way of the railroads and of the efforts to be made by the 
radical element in the next Congress further to embarrass them. 
He referred to the members of this element as Bolshevists and 
to Senator LaFollette as the incarnation of Russian Bolshevism 
The newly elected officers of the club are as follows: President, 
H. S. Snow; first vice-president, J. W. Clark; second vice-presi- 
dent, O. VanBrunt; third vice-president, J. N. Cornatzar; fourth 








1242 THE TRAFFIC WORLD 


vice-president, W. T. Days; fifth vice-president, J. T. Johnston. 
Members of Board: S. S. Butler, E. D. Ainslie, T. M. Mulderig, 
George Danner, Charles L. Stone. 





At the monthly meeting of the Miami Valley Traffic Club to 
be held at Middletown, Ohio, at the Hotel Manchester, the eve- 
ning of December 11, arrangements have been made to have 
present Lieutenants John A. Macready and Oakley G. Kelly, Air 
Service, U. S. A., holders of the world’s altitude record, trans- 
continental non-stop and endurance flights. Lieut. Macready 
will be the principal speaker, and his talk will be illustrated 
by motion pictures of aeronautics, including test flights, para- 
chute jumps and feats performed in the Pulitzer race. He will 
be assisted by Louis Hagemeyer, photographer at McCook Field, 
who has personally supervised the work of securing these pic- 
tures, which will be shown to the public for the first time. 





The officers of the reorganized Traffic Club of Sioux City are: 
W. H. Marriott, traffic manager, Terminal Grain Corporation, 
president; T. A. Lewis, city freight agent, Illinois Central, vice- 
president; O. Tronvold, rate clerk, traffic bureau, Sioux City 
Chamber of Commerce, Secretary-Treasurer. The club now in- 
cludes both railroad and industrial traffic men. Regular meet- 
ings are held every two weeks on Wednesday evening, in the 
chamber of commerce rooms. At the meeting this week a repre- 
sentative of the Great Northern Railroad was to show lantern 
slides of scenery along that line. 





The newly elected officers of the Indianapolis Traffic Club 
are as follows: President, J. W. Thomas; first vice-president, 
F. A. Doebber; second vice-president, G. K. Jeffries; third vice- 
president, W. D. Knapp; secretary-treasurer, George N. Baker. 
Directors: F. A. Butler, C. J. Pearson, L. H. Mann, M. O. Parker, 
R. C. Roberts, L. L. Fellows, V. B. Sharritts. 





The Traffic Club of Chicago had a fellowship beefsteak din- 
ner Thursday evening this week in the Hotel La Salle ball room. 


The dinner was followed by an athletic and musical entertain- 
ment. 





The Traffic Club of New England will hold its annual elec- 
tion of officers Wednesday evening, December 11, in the audi- 
torium of the Boston City Club. 
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Mr. G. J. Olson, manager of the traffic department of the 
Chamber of Commerce of Hastings, Neb., started in the traffic 
business with 
eleven years’ 
service with the 
Cc. .B. & Q@. Ry. 
in the various de- 
partments of 
freight service. 
Severing his con- 
nection with the 
railway service in 
1916, he became 
traffic manager 
for the Western 
Brick and Sup- 
ply Company of 
Hastings; in 1918 
he became traffic 
manager for W. 
M. Dutton and 
Sons Company 
and the Frank 
Rose Manufactur- 
ing Company. He 
has been manager 
of the traffic de- 
partment of the 
Hastings Cham- 
ber of Commerce 
since the fall of 
1920. The most 
outstanding  fea- 
ture of his work up to the present time has been the handling 
of all freight matters for the city of Hastings and vicinity 
through the traffic department of the Chamber of Commerce. 








Edward L. Jennings is appointed general agent of the Michi- 
gan Central Railroad at Detroit, vice Samuel W. Carder, promoted. 
The Chicago & North Western announces the appointment of 
Ralph C. Kerr, general agent, freight department, and Edward 
P. Rueter, general agent, passenger department, at Milwaukee. 
William A. Springall is appointed division freight agent of 
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the Missouri, Kansas & Texas Railway at Oklahoma City, Okla., 
vice Harvey Allen, promoted. 


FREIGHT TRAFFIC OFFICERS TO MEET 


The annual meeting of the American Association of Freight 
Traffic Officers is to be held at the Waldorf-Astoria Hotel, New 
York, on Monday, December 11. The association has a mem- 
bership of about 900 of the general traffic officers of the rail- 
roads in the United States. It was created about seventeen 
years ago in New York. 

At 4:30 p. m. a business meeting will be held in the rooms 
of the New York Traffic Club, Waldorf-Astoria Hotel. At 6:30 
p. m. there will be a banquet. The committee on arrangements 
is composed of F. W. Smith, chairman, Official Classification 
Committee; R. J. Menzies, manager of traffic and sales, Inter- 
national Nickel Company; W. A. Newman, freight traffic man- 
ager, New York Central Railroad; J. B. De Friest, general agent, 
Union Pacific System; R. S. Stubbs, vice-president American 
Sugar Refining Company. The banquet will be informal. 

Proposed amendments to the constitution will be acted on. 

The officers of the association are as follows: President, 
Fred Zimmerman, V. P., C. I. & L. Ry., Chicago; first vice- 
president, C. T. Airey, V. P., Cent. of Ga. Ry., Savannah, Ga.; 
second vice-president, R. C. Wright, G. T. M., Pennsylvania 
System, Philadelphia, Pa.; third vice-president, W. A. Terry, 
F. T. M., N. Y. C. Lines, Chicago; fourth vice-president, F. B. 
Houghton, F. T. M., A. T. & S. F. Ry., Chicago; secretary-treas- 
urer, Grant Williams, D. F. A., C. M. & St. P. Ry., 1341 Railway 
Exchange, Chicago, Ill.; members executive committee, Paul 
Wadsworth, T. M., D. & H. Co., Albany, N. Y.; R. Van Ummer- 
son, F. T. M., B. & A. R. R., Boston, Mass.; Archibald Fries, 
Vv. P., B. & O. R. R., Baltimore, Md.; C. H. Stinson, F. T. M., 
Wabash Ry., St. Louis, Mo.; Eugene Morris, chairman, C. F. A., 
Chicago; W. M. Rhett, G. F. A., I. C. R. R., Chicago; Charles 
Barham, G. F. A., N. C. & St. L. R. R., Nashville, Tenn.; L. E. 
Chalenor, secy. So. Frt. Rate Assn., Atlanta, Ga.; W. A. Ram- 
bach, F. T. M., Mo. P. R. R., St. Louis, Mo.; B. H. Stanage, 
& F. T. M St. L-8. F. RR. St.. Louis, Mo. 


TRANSPORTATION INSTITUTE 


A dinner at which the transportation situation of the coun- 
try was to be the subject of discussion and which, it was ex- 
pected, would be attended by a large number of leading farmers 
and business men, was held at the Hotel LaSalle on Friday 
evening, December 8. A plan for establishing a national trans- 
portation institute was to be considered. The invitation commit- 
tee consisted of Congressman Sydney Anderson of Minnesota, 
who is chairman of the Joint Commission of Agricultural Inquiry 
of Congress; J. R. Howard, president, American Farm Bureau 
Federation; W. E. Skinner, secretary and general manager, Na- 
tional Dairy Association; Wayne Dinsmore, secretary, Horse 
Association of America; and Bird M. Robinson, president of the 
American Short Line Railroad Association. 

Meetings will be held in Chicago next week of a number 
of the leading agricultural organizations of the country. In- 
vitations to attend the dinner were extended to about 300 
leading farmers and about 100 heads of important business 
concerns. The invitation to the dinner stated that “the impera- 
tive need for full, accurate and unbiased information about 
transportation in its broad: aspects and the wide dissemination 
thereof will be discussed.” 

Addresses were to be made by Congressman Anderson, Mr. 
Howard, Mr. Robinson and others. Among those to whom in- 
vitations were sent were the presidents of the principal rail- 
ways in western territory. ; 

The dinner and discussion was part of a movement which 
is being inaugurated, as stated by those responsible, for the 
purpose of bringing about a better understanding among the 
farmers, business men and railways regarding their common 
interests and regarding the way in which. the transportation 
problem may best be solved in the interests of both the patrons 
of the railways and the railways themselves. 


McCHORD VISITS PRESIDENT 


The Trafic World Washington Bureau 


Chairman McChord, of the Interstate Commerce Commis- 
sion, called at. the White House December 4, to talk with the 
President. He said he could not say anything about the sub- 
ject under discussion between himself and the President. 


HOOVER ON RATE ADJUSTMENTS 

In his forthcoming annual report Secretary Hoover of the De- 
partment of Commerce, discussing the question of relief for the 
agricultural industry, will reiterate the view expressed by him 
before the Commission in the hearing in Reduced Rates, 1922, 
that some relief could be given to the farmer by readjustment 
of railway rates in such a fashion as to impose larger burdens 
on high-priced commodities and lower rates on primary produce. 
He will say that a greater relief would be given the farmer if 
he were provided with adequate transportation. 
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December 9, 1922 


HARDING’S TRANSPORTATION MESSAGE 


The Trafic World Washington Bureau 


Declaring railroad transportation facilities to be inadequate 
for the country’s present requirements, and asserting that econ- 
omies in operation must be found to permit lower freight rates, 
particularly on farm products and basic materials, President 
Harding, in his mesage to Congress December 8, said the trans- 
portation problem could not be waived aside; that it demanded 
wide vision and the avoidance of mere makeshifts. 

“Manifestly we have need to begin on plans to co-ordinate 
all transportation facilities,” said he, referring to railways, ocean 
carriers, inland waterways, and motor trucks. 

He said rates horizontally increased to meet increased wage 
outlays during the war inflation were not easily reduced. He 
said the reductions in rates last July were too slight to be felt 
by higher class cargoes, and too little to benefit heavy tonnage 
calling most loudly for relief. 

“Railways are not to be expected to render the most essen- 
tial service in our social organization without a fair return on 
capital invested, but the government has gone so far in the 
regulation of rates and rules of operation that it has the respon- 
sibility of pointing the way to the reduced freight costs so essen- 
tial to our national welfare,” said he. “Government operation 
does not afford the cure. It was governmental operation which 
brought us to the very order of things against which we now 
rebel, and we still are liquidating the costs of that supreme folly. 
Surely the genius of the railway builders has not become ex- 
tinct among the railway managers. New economies, new effi- 
ciencies in co-operation, must be found. The fact that labor 
takes 50 to 60 per cent of total railway earnings makes limita- 
tions within which to effect economies very difficult, but the 
demand is no less insistent on that account.” 

The President said merger of lines into systems, a facilitated 
interchange of freight cars, the economic use of terminals, and 
consolidation of facilities, were suggested ways of economy and 
efficiency. He said the recommendation of the Joint Commis- 
sion of Agricultural Inquiry as to pooling of freight cars under 
a central agency deserved serious consideration of Congress. 
He also indorsed the Warfield proposal for a central agency of 
the railroads to finance equipment purchases and to point the 
way to economies in operation. 

Turning to the Labor Board, the President made more spe- 
cific recommendations. He said he had called attention in a 
previous message to the insufficiency of power to enforce deci- 
sions of the board. He said the partisan membership of the 
board might well be abolished and the decisions made by an 
impartial tribunal. He said he was convinced that the functions 
of the board could be much better carried on in Washington. 

Even with a separate tribunal, there should be contact with 
the Commission, he said. Then he said the substitution of a 
labor division in the Commission to hear disputes as to wages 
and working conditions that had failed of adjustment by proper 
committee created by the roads and the. employes, offered a 
more effective plan. This suggested substitution, he said, would 
involve a necessary increase in the membership of the Com- 
mission—probably four—to constitute the labor division. He 
said, if the suggestion appealed to Congress, it would be well 
to specify that the labor division be constituted of representa- 
tives of the four rate-making groups. 

He said he wished he could bring to Congress the precise 
recommendation for the prevention of strikes on the railroads. 
He said public interest demanded that ample power be con- 
ferred on the labor tribunal, whether it was the present board 
or the suggested substitute, to require its rulings to be accepted 
by both parties to a disputed question. At the same time, he 
said, let there be no confusion about the purpose of the sug- 
gested power to enforce decisions—that employes had the right 
to work and the right to quit—but that the security of society 
itself demanded that an employe’s retirement from _ service 
should not be so timed and related as to effect the destruction 
of railroad service. He said the lawful power for enforcement 
of decisions was necessary to sustain the majesty of government 
and to administer to the public welfare. 


“PROGRESSIVE” BLOC PROGRAM 


The Trafic World Washington Bureau 


Under the leadership of Senator La Follette of Wisconsin 
and Representative Huddleston of Alabama approximately 40 
Senators, representatives and members-elect of Congress have 
formed a “progressive” bloc “to drive special privilege out of 
control of government.” 

A general program of proposed legislation which will be 
pushed by the new bloc embraces the subjects of railroads and 
shipping. 

At a meeting of the “progressives” December 2, under the 
auspices of the People’s Legislative Service, of which Senator 
La Follette is chairman, Senator-elect Frazier of North Dakota. 
in discussing the plight of the farmers, said the transportation 
Situation in North Dakota was bad and that many cars were 
tied up for lack of motive power. 
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Senator-elect Burton K. Wheeler of Montana urged the con- 
ference to demand investigation of the car shortage and freight 
rates. 

Among those who participated in the formation of the pro- 
gressive bloc were Senators Ashurst, Brookhart, Capper, France, 
Ladd, Norris, McNary, Owen, Sheppard and Borah; Senators-elect 
Frazier, Shipstead and Wheeler; Representatives and Representa- 
tives-elect J. D. Beck, E. E. Browne, W. J. Burke, J. J. Casey, Ross 
A. Collins, Henry A. Cooper, James A. Frear, Mrs. W. B. Huck, 
Geo. Huddleston, O. E. Keller, Edward J. King, Chas. L. Knight, 
F. H. LaGuardia, Florian Lampert, W. T. Logan, John J. Mc- 
Swain, J. J. Mansfield, James M. Mead, John M. Nelson, Frank 
R. Reid, Thomas D. Schall, George J. Schneider, J. H. Sinclair, 
Edward Voight, H. S. Ward and Roy Woodruff. 

Senator Brookhart was sworn into office December 2, to 
fill the unexpired term of Senator Kenyon. 

Contributions for the Peoples’ Legislative Service, of which 
Senator La Follette is chairman, and which is co-operating with 
La Follette’s “progressive bloc,” were pledged by representatives 
of the railroad brotherhoods as follows: W. N. Doak, on behalf 
of the Brotherhood of Railroad Trainmen, $3,000; D. B. Robert- 
son, on behalf of the Brotherhood of Firemen and Enginemen, 
$3,000; and Warren S. Stone, on behalf of the Brotherhood of 
Locomotive Engineers, $3,000. 


ATTACKS TRANSPORTATION ACT 


Senator-elect Shipstead of Minnesota, who was elected on 
the farmer-labor ticket, characterized the transportation act as 
an example of “special interest legislation” in an address before 
the City Club of Washington this week. Asked whether he 
favored government ownership of the railroads, he replied gov- 
ernment ownership would squeeze some of the water out of 
the railroads. He said if the water were squeezed out and 
efficient management put in control, the railroads could lower 
their freight rates and also pay their employes enough to keep 
them on the job. He added that the people in Minnesota have 


an open mind on the question of government ownership of the 
railroads. 


SHIP SUBSIDY BILL 


The Trafic World Washington Bureau 


President Harding, it was said at the White House late De- 
cember 1, was gratified that the House had passed a merchant 
marine bill, but he was not entirely satisfied with the bill as 
modified by the House. Changes would be sought by administra- 
tion leaders in the Senate when the bill was taken up for con- 
sideration, it was indicated. No intimation was given as to 
what changes the President would like to see made. It was 
said that the President did not believe the minority opposed to 
the bill would filibuster against it, though he desired a com- 
plete discussion. The President, it was said, reiterated his 
conviction that the United States must have an adequate mer- 
chant marine that it may realize its commercial aspirations and 
that the opportunity for making a merchant marine possible 
should be grasped now. In the President’s view it is incon- 
ceivable that Congress would withhold approval of .a measure 
which would enable the administration to deal effectively and 
efficiently with the problem created by the construction of the 
war-time fleet, and make possible the greatest development of 
the nation’s foreign business. 

The Senate commerce committee took up the subsidy bill 
December 6. It was expected the measure would be reported 
to the Senate with changes desired by the administration, par- 
ticularly with reference to elimination of the House amendment 
requiring annual appropriations out of the merchant marine 
fund. 

Chairman Lasker of the Shipping Board and Senator Jones, 
chairman of the Senate commerce committee, conferred on the 
bill before the committee took it up. Both had previously con- 
ferred with President Harding. 


Senator Borah had printed several amendments which he 
announced he would offer. One would amend section 4 of-the 
interstate commerce act to prohibit departures from the long- 
and-short-haul rule. Another would give coastwise vessels free 
passage through the Panama Canal. A third amendment re- 
lated to reclamation projects. 

President Harding this week sent the following letter to 
Senator Jones, chairman of the Senate commerce committee, 
setting forth his objections to the amendment requiring Congress 
to make annual appropriations out of the merchant marine fund: 


Referring to our conversation relating to the merchant marine 
bill, as passed by the House, I am writing to urge, with all the 
earnestness at my command, that the Senate committee will eliminate 
from the bill the amendment which makes the shipping aid fund sub- 
ject to annual appropriation by Congress. I understand that this 
amendment was added without any thought of emasculating the bill, 
mainly to harmonize it with an accepted practice of Congress in mak- 
ing annual appropriations in carrying out government commitment 
relating to improvements, reclamation and other government projects. 
It. tg 2 very different proposition so far as the shipping bill is con- 
cerned. 

Our chief object is to establish and promote the American mer- 
chant marine. The ten-year commitment is made for the purpose of 








1244 


giving the plan the necessary period of trial to prove its success or 
failure. Shipping enterprise involves a very considerable investment 
of capital. . 

_ Sometimes millions must be invested in a single’ ship, and no ship- 
ping concern with ample ships to operate definite lines in sustained 
service could hope to begin without enlisting several millions of capi- 
tal. Much of this capital will necessarily be acquired through the 
processes of direct subscription, attended by bonding. 

The outstanding objection to the amendment lies in the fact that 
it impedes the organization and financing of the new and smaller 
shipping concerns which it is designed to build up under a favoring 
merchant marine policy. It would be quite possible for shipping con- 
cerns already organized and financed to avail themselves of govern- 
ment aid without any more guarantee than the bill, as passed by the 
House, carries for them. But our greater interest lies in the organi- 
zation and establishment and maintenance of new shipping lines, and 
it is inconceivable to me that any project which would be dependent 
upon government aid for the first few years of the difficult work of 
establishing itself could attract any capital, either in stock subscrip- 
tion or bonds, unless the government aid, which inspires the enter- 
prises, is substantially assured for a definite period. 

Of course, it is a reasonable assumption that Congress, once 
pledged to a policy of government aid, would carry on from year to 
year in accordance with its enacted pledge. At the same time, it 
must be recognized that a Congress unfavorable to the policy of 
government aid might, for one reason or another, interrupt the appro- 
priation and bring about a collapse of the entire undertaking. The 
mere possibility of such a fiasco would undoubtedly deter the success- 
ful financing of shipping projects and defeat the very object which 
the merchant marine act sets out to accomplish. So long as we.are 
undertaking this great experiment in fostering and upbuilding our 
merchant marine, I think we ought to commit ourselves to it un- 
equivocally and to the ten-year period. 

It will be a vast saving to the federal Treasury to embark upon 
this enterprise and liquidate our shipbuilding accounts, through a 
policy which encourages the sale and operation of the ships, which 
are now deteriorating in value in the hands of the government. As 
a mere temporary expedient the enactment of the bill is altogether 
desirable and in seeking great constructive results, we must keep in 
mind that a project worth venturing on is full worth a ten-year com- 
mitment. 

There was no limitation on the rebate through discrimination in 
duties as provided in the existing law, and I fail to see any reason 
why we should jeopardize the program by the threat of conflict in 
securing an appropriation from year to year. The thing is worth 
doing right and with every possible effort toward a definite policy 
for an ample trial period, else it is scarcely worth doing at all. 

It is not believed that any financial concern would support a 
bonding enterprise with an uncertainty in the continuity of govern- 
ment aid throughout the ten-year period. Of course, government aid 
may cease in a much shorter time. It will only cease, however, in 
case the shipping concern is earning sufficient on its capital to meet 
its obligations under the terms of the bill, which provide for auto- 
matic cessation of government aid and the return of excess profit 
to the government. 

I cannot help but feel I would rather the measure should fail 
entirely than to have one enacted which will bring us to extreme dis- 
appointment because we have entered upon a program in a half- 
hearted and rather indifferent way. 


President Harding’s request that the amendment requiring 
annual appropriations by Congress be eliminated from the sub- 
sidy bill will be met, it was indicated December 7, by substitu- 
tion therefor of an amendment restricting the board from in- 


creasing the rate of compensation to a shipowner without ap- 
proval of Congress. 


Members of the Senate commerce committee expressed the 
belief that the bill would be favorably reported not later than 
December 9. With the exception of the appropriation amend- 
ment, it was expected that the bill would be reported substan- 
tially as it passed the House. 


SHIPPING BOARD LOSSES 


The Trafic World Washington Bureau 


Total estimated losses of the Shipping Board Emergency 
Fleet Corporation for the fiscal year 1923, which ends June 30, 
1923, will be $50,974,000, according to a letter sent to Repre- 
sentative Edmonds of Pennsylvania, by P. Sinclair, comptroller 
of the board. The figures given in the letter have not hereto- 
fore been made public by the board. 


In the four months ended with October this year the board’s 
loss on operations of vessels totaled $10,861,080.13, while general 
and administrative expenses not directly applicable to the op- 


eation of vessels brought the total loss to $13,058,593.37, accord- 
ing to the letter. 


Mr. Sinclair arrived at the estimated loss for the fiscal year 
1923 as follows: Loss for first four months, $13,058,000; imme- 
diate expenditures for structural changes to be made within the 
next four months on the twenty-three 535-foot passenger ships, 
$3,000,000; additional losses due to adverse operating conditions 
for the six months (Nov. 1 to May 1) $3,000,000; increased cost 
of oil, based on increase of 50 cents per barrel and use of 
1,000,000 barrels monthly for 8 months, $4,000,000; decrease in 
passenger earnings for winter months, six months, at $300,000 
per month $1,800,000; estimated losses for eight months, Novem- 
ber to June, inclusive, on the basis of the loss for the past 
four months, but not including the four added items immedi- 
ately given above, $26,116,000; total, $50,974,000. 

Included in the loss, Mr. Sinclair said, was the general and 
administrative expense estimated at $6,600,000 for the year, 
leaving $44,000,000 as an operating loss. However, he believed 
the loss would come nearer to $50,000,000, because freight rates 
were constantly dropping. 

Mr. Sinclair’s letter contained an analysis of the results 
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of operations by the Emergency Fleet Corporation such as has 
not been given heretofore by the board. He said: 


However, what the decrease in freight rates will be is not within 
the purview of a comptroller. The figures I am about to give come 
from our operating officials, who, after we arrived at the forecast of 
losses given above, brought to my attention the constant drop in 
freight rates and insisted that we must allow an additional $6,000,000 
to $10,000,000 for decrease in this direction. 

To give you some actual figures, let me state that in July of this 
fiscal year the Shipping Board ships carried 794,447 tons of freight, 
for which they received $5,693,912.86, or $7.18 average revenue per ton. 

In August we carried 976,236 tons, for which we received $6,524,- 
620.57, or $6.68 average per ton. In September—the last figures avail- 
able—we carried 1,029,185 tons, for which we received only $5,614,- 
665.58, or merely $5.45 per ton. 

The most interesting part of this is that in the months of August 
and September of this year we carried the same number of tons, prac- 
tically, as last year. We received almost $22,000,000 for the tonnage 
carried for the two months last year, as against a little over 12,000,000 
for the same tonnage this year. 

You can thus see that with the constant monthly drop in freight 
rates the loss for the next eight months, even with increased effi- 
ciencies in management, must be larger than for the four months 
actually given here. 

The Shipping Board is not cutting rates. Most of the rates are 
the same on all lines. The decrease in freight rates is due to decrease 
in general cargoes offered, though the Shipping Board, fortunately, has 
been able in face of these hard times, to maintain its volume of busi- 
ness carried. 

To sum up, the four months just passed were extremely favorable 
to the best possible showing, for passenger earnings were at their 
peak, the season of the year was favorable from weather conditions 
for ship operations, oil was being purchased at two-thirds of the price 
on the east coast that will be paid for the balance of the year, and 
there were no extraordinary expenditures for structural repairs. 
Further, fortunately, in those four months we had not felt the full 
effect of declining freight rates. So that, based on the actual losses 
during the four months just closed, a conservative estimate of the 
losses for the fiscal year still remains at $50,000,000, in spite of every 
effort in efficiency that may be made or retained to hold same low. 

That the board is making every effort to make the losses as small 
as possible is evidenced by the fact that the losses from April to 
September of this year—the last figures available—are something over 
$30,000,000 less than the losses for the same six months of last year. 
Of the six months covered last year, three months were under the 
present board and the major share of the losses occurred under the 

rior board. Thus the board’s record of successful endeavor to curtail 
osses is attested in the actual audited figures of results. But even 
with this aggressive curtailment the present fiscal year will show a 
loss of at least $50,000,000. 

It might be of interest for me to call to your attention that the 
losses in the last fiscal year, November to June, inclusive (during 
which period the present Shipping Board had gotten operations pretty 
well in hand), were approximately $30,000,000. The loss for the same 
period this year must be greater, because of the unbelivably unfavor- 
able freight market now operating, the lowest possibly ever known in 
modern ship operations. It is obvious to see that no economies, no 
matter how great, can overcome the more than 40 per cent decline in 
freight rates this year as against last year. When rates will harden is 
not to be estimated; the disjointing of world trade, the excess of ton- 
nage existing through the war, Germany’s present building program, 
and the extensive government operations by the United States are all 
given by expert shipping men as contributing to the unfortunate 
situation. 

Of course, even if freight rates should improve some time within 
the next 24 months, the losses of the Shipping Board would not be 
comparably reduced, for it must be remembered that the fleet is 
constantly getting older and that the Shipping Board has not spent 
nearly enough in upkeep and repairs. Upkeep and repairs have been 
neglected because the board had to operate within its appropriations, 
and the entire appropriation it received from the Congress has been 
used in operations. As soon as freight rates get at all better the 
board must spend large sums in keeping up its ships if the deteriora- 
tion is not to be ridiculously fast. Thus, for some period to come, if 
the assets under the board are to be properly cared for, there is no 
relief in sight from the losses now being recorded. 


SHIPPING BOARD REPORT 


The Trafic World Washington Burew 


The United States Shipping Board Emergency Fleet Cor- 
poration, at the close of the fiscal year ending June 30, 1922, 
had to be disposed of a total of 1,686 steel, wood, composite 
and concrete ships, totaling 10,809,172 deadweight tons, accord- 
ing to the sixth annual report of the board, which was sub- 
mitted to Congress this week. 

During the fiscal year the board sold 59 steel ships, totaling 
359,577 deadweight tons and 249,369 gross tons, for a total of 
$9,753,757. In addition there were sold 28 wooden and concrete 
ships, totaling 98,918 deadweight tons and 71,921 gross tons, for 
a total of $247,923. 

The report gave the cost of the ships owned by the board 
as $2,351,505,875, but said that figure was subject to readjust- 
ment. 

The report showed that for the fiscal year there was a total 
excess of cash outgo over cash income of $56,374,951. The 
total cash outgo was given as $250,811,191 and the total cash 
income, $194,436,240. 

The board said a survey of the records showed that in all 
there were 3,444 ships, totaling about 19,598,900 deadweight 
tons, in which the Shipping Board at any time had had owner- 
ship or equity. 

“The immediate prospect is not favorable to the early dis- 
posal of the fleet,” the board said, “First and foremost comes 
the necessity for legislation. Even with this legislation the 
transfer of the fleet to private hands, if it is to be accomplished 
as a part of the building up of the American merchant marine, 
must be a slow process. Perhaps one of the most favorable 
factors that will help in the working out of the problem is the 
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fact that a large percentage of the world’s tonnage is now 
over fifteen years of age and is approaching that period when 
the cost of maintaining the highest classification becomes so 
serious a factor in operation as to influence operators to pur- 
chase other tonnage rather than to pay the heavy cost of keep- 
ing up older vessels. While a much greater percentage of 
foreign tonnage is approaching the age when it will be de- 
sirable to replace it with new tonnage, than is true in the case 
of American vessels, the difficulties of the present situation 
are largely caused by an excess of world tonnage and any 
absorption, whether in this market or in foreign markets, tends 
to remove this excess and to establish higher values for all 
vessels. The increase in value of the vessels due to the 
demand that will come in the next few years as a result of 
the growing age of the world’s tonnage, should, however, more 
than cOmpensate for the cost of upkeep during the period that 
must elapse before these factors become controlling ones.” 


Reduction in the cost of taking care of tied-up ships was 
shown by the report. On June 30, 1921, the board had 690 
steel vessels tied up at an average monthly cost per vessel of 
$1,019. This was reduced to an average monthly cost per vessel 
of $300 on June 30, 1922, when there were 971 steel vessels 
tied up, the report said. The annual cost per vessel for the 
wooden fleet was cut from $919 to $173, the report said. 

During the fiscal year the board authorized the transfer 
to foreign registry of 158 vessels of 121,931 gross tons, and 
also a number of barges and a towboat and dredge. Thirty- 
seven vessels were transferred to British and 28 to Canadian 
registry. 

Reduction in the number of vessels in operation and in 
the number of managing agents was shown. The total number 
of vessels in operation on June 30, 1921, was 744 and the num- 
ber of managing agents 97. The number of vessels was cut 
to 394 and the managing agents to 39 by the end of the fiscal 
year 1922. 

The report said the bureau of traffic had given attention 
to the question of proper protection of United States ports and 
of transcontinental railroads against competition of Canadian 
ports and railroads. It said the total exports and imports at 
Vancouver, B. C., for the year ending January 1, 1921, amounted 
to $2438,651,489, of which $165,413,000, or approximately 68 per 
cent, was in transit between the United States and foreign 
countries other than Canada. The report said if the merchants 
of the United States had used U. S. ports instead of Vancouver 
that port would have lost about 68 per cent of its exports and 


_imports. The problem of appropriate legislation to correct this 


loss of trade was under consideration, the report said: 

Savings made by reductions in marine and longshoré labor 
wages on Shipping Board vessels were given as $10,158,189. 
The report indorsed the principle of collective bargaining in 
dealing with marine and longshore labor. 

The report said the percentage of American citizens em- 
ployed on the board’s cargo vessels during the last half of the 
fiscal year averaged 95 per cent. On passenger vessels the 
percentage was 66 per cent. 

Discriminations by foreigners against American vessels 
were investigated by the bureau of law and were under con- 
sideration at the end of the fiscal year. 

The report showed that more than 4,000 conference minutes 
and tariffs were filed with the division of regulation during 
the fiscal year. It gave the number of carriers, forwarders 
and other persons subject to the jurisdiction of the board as 
527 at the end of the year, an increase of 135 over the previous 
year. 

The board chartered a total of 325 steamers during the 
year, 45 of which were chartered under the bareboat charter 
form adopted by the board. Approximately $750,000 was col- 
lected in charter hire. 

The board said efforts were made to impress on the travel- 
ing and shipping public the importance and advantage of using 
American vessels in their travels and for the transportation of 
freight. The fiscal year ended with a continued decline in 
freight rates and the conditions did not permit of the estab- 
lishment of new trade routes, the board said. However, a 
new freight service was established between New York and 
— and from north Atlantic and Gulf ports to South 

rica. 

“Notable co-operation was secured with the railroads, 
whereby a complete picture for a certain definite period was 
presented to show the origin and destination of exports and 
imports for the port of Boston, and from the board’s experience 
with railroads in other districts a similar picture will be shown 
for many of the ports,” the report said, in referring to the 
Preparation of the reports on port facilities. 

In discussing marine insurance the board referred to the 
efforts to reduce loss through theft, pilferage and non-delivery 
by improving the policing of piers, by inducing shippers to 
improve packing methods and to mark packages so as not to 
Teveal contents, and by increasing the liability of carriers for 
theft and pilferage losses where traceable to the negligence 
of the carrier. 

The report showed there were in operation in berth services 
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at the end of the fiscal year 359 ships which served 78 trade 
routes. 

Shipping Board vessels during the fiscal year handled imports 
of 4,313,913 cargo tons, and exports of 6,634,381 tons, a total of 
10,948,294 cargo tons, through 43 United States ports. 


CLAIMS COMMISSION DISBANDS 


Announcement that the Claims Commission of the Shipping 
Board would cease operations in the near future was made this 
week by Chairman Lasker, who said the commission had accom- 
plished the purpose for which it was created—namely, to estab- 
lish the basic principles on which claims against the Emergency 
Fleet Corporation should be settled. Mr. Lasker said the com- 
mission handled $150,000,000 of claims and settled $79,000,000 
of claims for $18,000,000 in round numbers. Of that amount 
$9,000,000 was paid in cash, the claimants taking the balance 
in salvage. The commission was composed of Walter D. Meals, 
chairman; F. W. Wood, Capt. R. M. Watt and Arthur W. Teele. 
O. M. P. Brown was secretary. Mr. Lasker said there was ap- 
proximately $54,000,000 of claims yet to be disposed of. 


CANAL COMPETES WITH CANADIAN 
ROADS 


If the reported efforts of certain Vancouver business houses 
are successful, a large portion of goods manufactured in eastern 
Canada for consumption in the west will soon be shipped to Van- 
couver via the Panama Canal, in order to avoid the high trans- 
continental freight charges, says Consul-General F. M. Ryder in 
a report to the Department of Commerce. 

“The rail charges from Montreal to Vancouver have been, 
in some instances, 500 per cent higher than the rate on the same 
article from New York to Vancouver, via the Canal, and, in 
consequence, the Canadian product is forced off the market by 
the American-made article,” he says. “Business men claim that 
practically all of the 148,000 tons of miscellaneous cargo shown 
by a recent Panama Canal Record as having passed through the 
Canal from the eastern United States to British Columbia ports 
could have been brought in from Canada instead of the United 
States had Canadians used the Panama Canal route. 

“Many eastern Canadian firms have been accustomed to ship 
by rail about one carload ef goods each week. Now, in the case 
of a large variety of commodities not manufactured in British 
Columbia, western dealers are urging eastern manufacturers to 
ship by boat once a month.” 


PANAMA CANAL TRAFFIC 


Traffic between ports of the United States by way of the 
canal (coastwise traffic) in October was the heaviest for any 
month since the opening of the canal. The coastwise traffic, 
in point of tonnage, tolls and tons of cargo carried, made up 
almost 30.per cent of the whole traffic through the canal in 
October. 

The number, tonnage, etc., of vessels transiting the canal 


during the month of October, 1922, in the United States coast- 
wise traffic, was as follows: 





Panama Tons 

No. of Canal net of cargo 

—. tonne es Tolls. carried. 

From Atlantic to Pacific........ 19 $201,582.70 176,911 
From Pacific to Atlantic........ 39 156,722 160,497.85 235,728 
WE oa ¥ 545 0sa sae eases aes 73 375,041 362,080.55 412,639 


The great increase in this traffic over that of a pear ago, 
particularly in regard to cargo tonnage, is shown by the follow- 


ing comparative figures for the first four months of the fiscal 
years 1922 and 1923: 


Panama Tons 
No. of Canal net of cargo 
ships. tonnage. Tolls. carried. 


July, August, September and 
October, 1921: 








AtiOntiG GO Paclhle en. .ceccscese 85 436,153 $434,301.55 275,446 
Patine to Atlantic. ........0c¢es 71 366,218 375,141.64 432,376 
Ee ee cee eat 156 802,371 809,443.19 707,822 
July, August, September and 
October, 1922: 
pT RO | | 144 709,270 $658,019.24 648,343 
PARC TO ATIANUC.....0.cc0ce0 108 555,424 547,187.60 745,230 
EE in.o66 wha eee Sees 252 1,264,694 1,205,206.84 1,393,573 


The cargo carried through the canal in the coastwise trade 
in the last four months is seen to have exceeded the quantity 
in the corresponding months of the previous year by 685,751 
tons, which was an increase of over 96 per cent over the — 
movement in the four months of last year. 


CHICAGO LARGEST LAKE EXPORT PORT 


The movement of water-borne foreign commerce within the 
Great Lakes district is confined to transactions between Amer- 
ican and Canadian lake ports, and, while constituting a part of 
our foreign commerce, does not enter directly into foreign com- 
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merce. The principal commodities moved are wheat and other 
grains imported from Canada, and coal, corn, and iron ore ex- 
ported from the United States, according to a report received 
by the Department of Commerce from the United States Shipping 
Board. 

American vessels predominate in this traffic to the extent 
that of the 3,537 vessels of 13,111,627 deadweight tons entering 
American Great Lakes ports during the fiscal year 1922, 55 per 
cent of the number and 67 per cent of the tonnage were under the 
American flag. These vessels carried 86 per cent of the total in- 
bound cargoes. A total of 3,517 vessels of 12,620,996 deadweight 
tons cleared from American Great Lakes ports, 55 per cent of the 
number and 66 per cent of the tonnage being represented by 
American ships. Of the total 6,750,711 tons outbound, Amer- 
ican vessels carried .65 per cent. 

During the year ended June 30, 1922, 26 American ports 
were concerned in the transportation of cargo to Canadian Great 
Lakes ports. The principal ports, arranged in the order of their 
importance in export traffic, are as follows: 


Per Per 
Cargoes Cent of Cargoes Cent of 
Cleared District Entered District 
Port: Long Tons Total Long Tons Tota 
eS. wcew whee rane 1,278,816 19.0 23,918 1.0 
CO: dcccdesccase 908,406 13.4 6,440 0.2 
Cleveland, Ohio ......... 741,907 11.0 179,644 5.1 
Milwaukee, Wis. ......... 553,325 8.2 55,869 2.0 
i | 531,295 7.9 2,736,414 77.0 
Nh ee 371,164 5.5 6,440 0.2 
Ashtabula, Ohio ......... 363,611 ee Sala 
a eee 338,821 5.0 108,120 3.0 
Cemmeemt, GRid  cccceccce 331,960 4.9 547 es 
SS Oe aa 269,531 4.0 47,397 2g 
BOTA, TIO bc ccccccccce 244,870 3.6 13,428 0.4 
po a Seer 213,540 3.2 36,360 1.0 
Marquette, Mich. ........ 169,200 2.5 1,179 7 
Sandusky, Ohio .......... 166,020 2.5 75,361 2.2 
Oswego, 5 Sree > 102,420 1.5 9,499 0.3 
[ee 95,773 1.4 9,255 0.3 
TOR Other ports occccccse 70,052 1.0 190,106 6.0 
ER | ganscs cane esac 6,750,711 3,499,977 


AMENDMENTS TO SEAMAN’S ACT 


Senator LaFollette of Wisconsin has introduced a Dill 
(S. 4093) amending the seaman’s act so as to provide seamen 
on American vessels with a continuous discharge book and to 
provide for improved efficiency and discipline. The amendments 
would impose further requirements in the interest of seamen’s 
woiking conditions. 


BOARD SELLS SHIPS 


The Shipping Board has sold to the Union Oil Company of 
California two tankers of 10,078 deadweight tons each, the names 
being the Utacarbon and Cathwood. It sold the Delrosa, a steel 
cargo vessel of 5,125 deadweight tons, to the Alaska Steamship 
Company of Seattle. The terms on which the vessels were sold 
were not made public. 


SHIPMENTS TO CANADA 


R. N. Collyer, chairman of the railroad traffic executive as- 
sociation—eastern territory, says: 
“Gentlemen: 

“Based upon the following advices from the Railway Asso- 
ciation of Canada, it is our understanding that eastern roads will 
promptly arrange to permit acceptance of these shipments with 
charges billed ‘To collect’: 


The Canadian Railways have now decided that on and after Dec. 
10 1922, coal and -coke traffic will be accepted at border points with 
through charges to be collected at destination, except as otherwise 
provided in tariffs, on the understanding, however, that, in the event 
of the money exchange rate in the future placing the Canadian dollar 
at any appreciable discount in the United States, the Canadian Rail- 
ways propose to resume present arrangements requiring the prepay- 
ment of freight charges up to the border. 


APPROPRIATION ESTIMATES 


The Shipping Board estimate for appropriations for the fiscal 
year ending June 30, 1924, as carried in the budget transmitted 
to Congress by the President, calls for a total of $411,500 for the 
board as against $459,000 appropriated for the fiscal year ending 
June 30, 1923, and $50,000,000 for the emergency shipping fund 
as against $100,000,000 appropriated for the fiscal year ending 
June 30, 1923. 

The estimate for the Railroad Labor Board calls for $340,000 
as against $350,000 appropriated for the fiscal year ending June 
30, 1923. 


The estimate for river and harbor improvements is $74,- 
515,410. 


WYANDOTTE TERMINAL STOCK 


The Wyandotte Terminal Railroad Company has been au- 
thorized by the Commission to issue $415,000 of common stock, 
consisting of 4,150 shares. The company proposes to sell the 
stock at par for cash to provide funds with which to acquire 
property now used and formerly held under lease. 
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RIVERS AND HARBORS CONGRESS 


The Trafic World Washington Bureau 


“You cannot solve the transportation problem by devoting 
your attention exclusively to water transportation,’ C. H. Mark- 
ham, president of the Illinois Central, said in an address before 
the eighteenth convention of the National Rivers and Harbors 
Congress, held on December 6 and 7. 

“The railroads should have an important share in your delib- 
erations. You should bear in mind that their ailments are tem- 
porary, not chronic, and that proper treatment of the real cause 
of the trouble will restore a healthy condition and enable the 
railroads to expand rapidly.” 

Mr. Markham reviewed conditions faced by the railroads 
much along the lines of his address before the Railway Business 
Association, which was published in The Traffic World of No- 
vember 11. Referring specifically to rail and water transporta- 
tion, he said: 


A great deal of agitation for the development of inland waterways 
has been based upon the plea that our railway facilities can never 
be expanded upon a scale large enough to serve adequately the trans- 
portation needs of the country, and that other means of transporta- 
tion can be more readily, or more economically, developed to take 
their place. I am already on record with the Rivers and Harbors 
Congress as saying that I believe water routes should be used for 
transportation purposes wherever it is demonstrated that their use is 
practicable and economical, but I do not think waterway develop- 
ment will solve the transportation problem. Water transportation was 
in use thousands of years before inventive genius harnessed the power 
of steam and electricity to the task of moving commerce. The 
necessity of maintaining adequate foreign commerce has kept the 
nations of the world wide awake in the development of transportation 
by water. However, in spite of its remarkable development, water 
transportation necessarily forms such a small portion of the domestic 
transportation of the country as to be infinitesimal when compared 
with rail transportation. 

Take the Erie Canal as an example. In every respect it is a 
modern waterway, and it is toll free. It lies in a line of traffic 
which at times overburdens the vast facilities of the four great rail- 
way systems with which, to some extent, the canal is a competitor. 
The stretch from Buffalo to tidewater, through which the enlarged 
12-foot canal passes, is the bottle neck of the grain exporting trade, 
and is both densely settled and intensely developed industrially and 
commercially. And yet the Erie Canal as a transportation factor in 
its territory is the merest drop in the bucket. In 1921, when it carried 
the largest traffic of any year since its enlargement, its tonnage was 
only about one-tenth of 1 per cent of the tonnage carried by the 
Class I railroads of the country, while the amount which has been 
invested in the canal by the State of New York is equivalent to about 
1.27 per cent of the tentative valuation placed upon the railroads for 
rate-making purposes by the Interstate Commerce Commission. Pro- 
portionately, therefore, in comparison with the railroads, its cost is 
more than ten times greater than its usefulness as a carrier, and 
that cost is borne by taxing the public. 


In our country, with geographical conditions as they are, it is 


physically impossible for waterways to carry more than a very small 
portion of the country’s total internal traffic. For every city and 
town located upon a navigable waterway there are hundreds of cities 
and towns which must rely upon their railroads exclusively for trans- 
portation. Regardless of the intensity with which a system of con- 
necting waterways might be developed, there would still be thousands 
of points which could not possibly be reached by any portion of the 
system, points that would be hundreds of miles from the nearest 
Pegs gua water and which could not get along without transportation 
y rall. 

Even communities along waterfronts cannot be served exclu- 
sively by water transportation, for they are necessarily dependent 
upon adjacent territory lying to the interior. Take St. Louis or 
Memphis as examples, and suppose that we should carry through a 
program for the development of a system of connected waterways 
any point on which might be reached from those cities. Complete 
the Ohio River project and the Missouri River project, and make 
navigable all their principal tributaries; build a line of waterways 
that would connect these rivers and the Mississippi with the Great 
Lakes, and, through the lakes, with the Atlantic. Under the most 
intensive waterway development, St. Louis and Memphis would have 
to continue to depend very largely upon rail transportation for the 
effective carrying of their commerce. Their trade territories could 
not possibly be revamped to follow water lines. The areas upon 
which they draw for the business centering there would continue to 
require the railroads, not as supplementary or auxiliary means of 
transportation but as principal means of transportation. 


A. M. Lockett of New Orleans, acting president of the Board 
of Commissioners of the Port of New Orleans, speaking on the 
subject of Mississippi River transportation, said he confessed 
to a feeling of some satisfaction that by reason of the inability of 
the railroads to handle the traffic, it had now become an abso- 
lute necessity for the country’s commercial salvation that inland 
water transportation be used to the extreme limit and that “those 
powerful agencies which have successfully resisted the develop- 
ment of these rivers will not be able to do so much longer.” He 
said the time had come when the cost of transportation and not 
the price must govern the method of carrying goods. 


“It is not a question of what the rail lines may want, but 
a question of the cheapest cost of transportation,” said he. 

He stressed the necessity for lower transportation costs in 
order to meet foreign competition in connection with the exporta- 
tion of goods. 

He quoted from figures prepared. by Mr. Brent, manager of 
the government-operated Mississippi Barge Line, showing a net 
freight income of $121,027.06 for the fiscal year ending June 30, 
1922. The figures showed that the line on the Mississippi River 
handled 655,789 tons of freight at a cost of $2,432,463.71 and re- 
ceived freight charges of $2,537,489.39. Mr. Lockett said an al- 
alysis showed that the average net revenue per ton-mile was 
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3.8 mills and that the average receipts per ton-mile for freight 
originating were 4.6 mills. He then contrasted those figures with 
the average receipts per ton-mile of rail carriers of 10.37 mills 
for the four years ending December 31, 1921, and 10.52 mills and 
12.75 mills for 1920 and 1921, respectively. 

Julius Cohen, counsel for the Port of New York Authority, 
told of the steps taken by the states of New Jersey and New 
York-10 develop the port of New York. He said the terminal 
facilities of the port were to be co-ordinated and made into one 
system. 


Debate on Fourth Section 


S. J. Wettrick, attorney for the transportation department of 
the Seattle Chamber of Commerce, took the affirmative, and 
Frank Lyon, attorney for the American-Hawaiian and Lucken- 
bach lines, the negative, in discussion on the question of whether 
water competition should be considered a justification for re- 
lief from the long-and-short-haul clause. 

Mr. Wettrick explained the operation of the clause. He said 
the prosperity of the railroads was just as important as the 
prosperity of the steamship lines. 

“We don’t want to get along without either, because we are 
a port that is located on the water,” said he, “but unless the rail- 
roads are permitted to compete on terms of equality with the 
steamship lines, they will be seriously crippled and I want to 
present this idea, that after all you may talk about river trans- 
portation and about steamship transportation, the great interior 
commerce of this country depends upon the railroads, that form a 
gridiron of steel through every part of it, and we should be 
fully as much interested in their prosperity and realize that 
they should have the same opportunity to compete as a man 
has in his private business and as any other means of trans- 
portation has.” 

Mr, Lyon said the Commission, in administering the fourth 
section, had always decided with the railroads. 

“While there have been three changes in that section author- 
izing the Commission to make exception to this fourth section, 
there has never been any change in the policy of the railroad or 
the Commission in the enforcement of it,” said he. 

Mr. Lyon said the Commission owed no duty to the water 
lines, but that its duty was to the railroads. He asserted that if 
the business of the country was to be developed Congress must 
say that the Commission shall not allow the railroads to depart 
from the rigid provisions of the fourth section on account of 
water competition. 

“You ought to take some action here that will furnish the 
advancement of water transportation and that can only be. done 
by taking this power away from the Interstate Commerce Com- 
mission,” said he. 

Mr. Lyon said the Commission recently made a decision 
favorable to his side of the controversy, but that it was not based 
on any obligation to the water lines except as provided in sec- 
tion 500 of the transportation act. 

“But not yet has there been any tribunal in deciding these 
cases that had at heart the interest of the water lines,” said he. 

W. G. Bruce, chairman of the Board of Harbor Commission- 
ers of Milwaukee, said the most significant object lesson on the 
advantages of inland waterway transportation in the United 
States was afforded by the Great Lakes. He said the lakes con- 
stituted one of the most marvelous commercial highways on 
earth, yet it might also be said they had only reached the dawn 
of their potential service. He stressed the need for port de- 
velopment by the cities on the lakes, and said those cities had 
not appreciated the part they must play in realizing the potential 
service of the world’s greatest inland waterway. 


Mrs. Sarah Willard Strout, president of the Woman’s Na- 
tional Rivers and Harbors Congress, spoke of the need of devel- 
opment of water transportation. 

J. H. McCallum, president of the Board of State Harbor 
Commissioners of San Francisco, told of the development of the 
port of San Francisco. He said it was a significant fact that 
the port was one of two ports in North America where all of 
the facilities of the harbor were co-ordinated and under a single 
management, including piers and the belt railroad. 


Highways and Waterways 


F. W. Fenn, of New York, secretary of the motor truck com- 
mittee of the National Automobile Chamber of Commerce, spoke 
on the interrelationship of highways and waterways. He said 
the logical function of the waterways was to be coordinated 
With the railroads in the wholesale department of transportation, 
while the retail phase of transportation would be taken care 
of largely by motor truck. He said there were more than 1,000,- 
000 commercial trucks transporting 1,400,000,000 tons of freight, 
including 134,400,000 tons of farm products. Continuing, he said 
in part: 


In all this work we are endeavoring to relieve the railroads of the 
less-than-carload shipments, which officials declare are unprofitable to 
them on account of the high terminal costs involved. The necessity 
for extensive success in this field of cooperation with the railroads is 
attested to by the recent statement of a prominent railroad official in 
which he said that to the extent to which motor vehicles take over 
short-haul freight traffic the railroads will probably be immediately 
benefited financially, because short-haul business is becoming in- 
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creasingly unremunerative on account of the high proportion of ter- 
minal costs which it must sustain. 


The container car system of the New York Central R. R., which 
provides movable containers that are loaded and locked at the ship- 
per’s Own store-door and conveyed by. motor truck to the railroad 
siding, and finally lifted by crane aboard the railroad car, where steel 
bulkheads and slides form absolute protection against theft in transit, 
is another definite proof of the creative work that trucks are doing 
to help the railroads. I believe that you will agree with me that the 
next great step in this country will be a national delivery service for 
picking up traffic at the point of origin and making delivery at the 
storedoor of the consignee. In short, it is an acknowledged fact today 
in railroad circles that motor truck operation can be substituted for 
railroad operation in short branch line service, in trap car work, in 
terminal and suburban distribution. In Cincinnati this has meant 
the release for the main line movement of the railroad of 66,000 cars, 
the elimination of 300,000 switching cuts, and the advancement of the 
freight movement fifty-two hours. 


Just as the most important field for cooperation between the rail- 
roads and the truck is in the collection and delivery of less-than- 
carload freight, I believe that the greatest avenue open for coopera- 
tion between waterways and highways is in the collection and delivery 
of freight at the important piers in this country. Just what this 
means from a national point of view may be gleamed from the fact 
that over 600,000,000 tons move annually across our marine freight 
terminals, exclusive of bulk shipments. The trucking companies which 
move this freight from the marine terminals to warehouses and ulti- 
mately to the premises of the consignees are handicapped in many 
instances by the fact that these terminals are not arranged so that 
they can secure their loads directly without long waits. 


Roy Miller, of Corpus Christi, Tex., discussed intracoastal 
waterways, and referred to the plan for the construction of an 
inland waterway from the Mississippi to the Rio Grande. 

Major-General Lansing H. Beach, chief of engineers, U. S. A., 
discussed the need for adequate water terminals. He said Con- 
gress was giving more attention to that subject than it had here- 
tofore. 

W. E. Lea, mayor of Orange, Tex., discussed the future of 
the Gulf ports, touching on the subject of port development. 

M. G. Barnes, of Chicago, chief engineer of the division of 
waterways of the Illinois Department of Public Works, spoke 
of the work of the state of Illinois in developing the Illinois 
waterway by connecting the Great Lakes and the Mississippi 
River. 

Representative Newton of Missouri spoke in favor of the 
development of the barge service on the Mississippi. 


SOUTHERN PACIFIC BUYS CARS 


The Southern Pacific Company has authorized construction 
of freight and passenger train cars representing an investment 
of $12,000,000 to be delivered in 1923 for use on the company’s 
Pacific system lines, William Sproule, president of the company, 
announces. 

The new equipment will include 4,525 freight train cars 
and 141 passenger train cars. These are in*dddition to the 5,000 
standard refrigerator cars and 300 refrigerators equipped for 
passenger train service, representing an investment of $15,000,- 
000, that have just been ordered by the Pacific Fruit Express 
Company, in which Southern Pacific has a half interest and the 
Union Pacific a half interest. 

Included in the new freight train equipment are 2,500 
box cars, 500 stock cars, 950 gondola cars, 500 logging cars 
and 75 cabooses. 

The new passenger rolling stock includes 60 steel coaches 
for local service, 15 steel coaches for main-line through service, 
10 steel diners, 11 steel buffet-baggage cars, 35 steel combina- 
tion mail and baggage cars and 10 steel baggage cars. 

The Southern Pacific has just taken delivery on the last 
consignment of 50 gigantic ‘“2-10-2” type locomotives, represent- 
ing an investment of $4,000,000. They are being placed in 
freight service on mountain divisions. 

The Pacific Fruit Express Company is receiving the final 
consignment of 3,300 new refrigerator cars it ordered for de- 
livery early this year, but construction of which was delayed 
by unsettled industrial conditions in the East. With the com- 
pletion of these and the 5,300 ordered for next year, the Pacific 
Fruit Express will have more than 27,500 cars for handling 
fruit and vegetables from the Pacific coast in 1923. The West- 
ern Pacific will release Pacific Fruit Express cars, supplying 
some 2,000 of its own instead, thus giving a total of 30,000 cars 
where now 20,000 serve, or an increase of one-third. 


c. Cc. & O. BONDS 


The Carolina, Clinchfield & Ohio has applied to the Com- 
mission for authority to issue $9,500,000 of first and consolidated 
6 per cent mortgage gold bonds. The bonds will be issued 
under a mortgage providing for a total authorized issue of not 
exceeding $50,000,000. The company proposes to issue and sell 
$8,000,000 of the bonds in order to obtain funds to pay off loans 
aggregating $8,000,000 made by the United States under section 
210 of the transportation act. The company proposes to issue 
the additional $1,500,000 of bonds to reimburse its treasury for 
expenditures made from net earnings since January 1, 1921, for 
additions, betterments and improvements, and to pay install- 
ments on equivalent trust obligations. The company said it 
desired authority to sell $9,000,000 of the bonds at not less than 
$91.50 for each $100 bond. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


Evidence Held to Prove Neither Shipowners Nor Charterer at 
Fault as to Character of Coal Loaded on Vessel for Stiffen- 
ing, or Method by Which It Was Loaded on Vessel: 
(Circuit Court of Appeals, Second Circuit.) In libel by ship- 

owner against charterer, who had chartered vessel for trans- 

portation of coal, and, as required by charter, had furnished 
sufficient cargo at port of discharge under previous charter for 
stiffening to enable vessel to shift ports, for demurrage during 
delay caused by overheating of coal stiffening, making it neces- 
sary to discharge such stiffening and load entirely new cargo, in 
which charterers filed cross-libels to recover expenses incurred 
in discharging heated stiffening and replacing it with other coal, 
or to recover contribution in general average, evidence held 
to prove that neither the owners nor the charterers were at 
fault, either respecting the character of the coal loaded on vessel 
for stiffening or the method by which it was loaded.—Aktiesels- 

kabet Fido vs. Lloyd Braziliero et al., 283 Fed. Rep. 62. 

Lay Days Did Not Begin to Run Until Removal of Heated Coal 
Stiffening: 

Where charterer, who had chartered vessel for transporta- 
tion, delivered sufficient coal at port of discharge under previous 
charter for stiffening to enable vessel to shift ports, and where, 
because of overheated condition of such coal, it was necessary 
to discharge it and load entirely new cargo at the port from 
which the coal was to be transported under the charter, and 
where neither owners nor charterers were at fault, either in 
character of coal stiffening or method of loading, the lay days 
did not begin to run until the heated coal stiffening was re- 
moved, notwithstanding provision in charter party for “lay 
days to count from the time captain gives notice of readiness 
to proceed to loading berth,” or notice given thereunder, before 
the discharge of the coal stiffening was recommended, that the 
vessel was ready “to proceed to loading berth,” since such 
notice was not effective, inasmuch as the vessel was not in 
fact ready.—Ibid. 

Overheating of Coal Stiffening Not a “Default” of Charterers, 
Within Provision as to Payment of Demurrage: 

Where charterers, who had chartered vessel for transporta- 
tion of coal, delivered sufficient cargo at port of discharge under 
previous charter for stiffening to enable vessel to shift ports, 
but the coal so delivered was overheated, making it necessary 
to discharge coal and load entirely new cargo at point from 
which coal was to be shipped, the charterers were not required 
to pay demurrage for each day of detention by their own “de- 
fault,” since the overheating of the coal stiffening was not a 
“default” within the charter, but was an extraordinary and un- 
usual occurrence, which could not have been anticipated when 
charter was made.—Ibid. 

Losses Constituting a Claim to General Average Contribution 
Stated: 

All losses in a maritime adventure falling outside the con- 
tractual obligations of the parties, and which arise from a vol- 
untary sacrifice of a part of the cargo, made to save the whole 
adventure from perishing, or which arise out of extradorinary 
expenses or expenditures of money incurred for the joint benefit 
of both ship and cargo, constitute a claim to general average 
contribution.—Ibid. 


Loss Caused by Delay Necessitated by Overheating of Coal 
Stiffening Held to Constitute a Claim to General Average 
Contribution: 

Where charterer, who had chartered the vessel for trans- 
portation of coal, delivered sufficient cargo at port of discharge 
under previous charter for stiffening, but coal so delivered was 
overheated at port from which the coal was to be transported, 
requiring the discharge of such coal and the loading of entirely 
new cargo, the loss caused by the delay constituted a claim 
to general average contribution, since there was an imminent 
peril common to all interests, a voluntary, deliberate and inten- 
tional necessary act of sacrifice or expenditure made to pre- 
serve all interests, and the act was attendant with success and 
the peril avoided.—Ibid. 

Admiralty Rule, Entitling Party to Bring in Other Vessel or 
Person, Construed: 

Admiralty rule No. 56 (267 Fed. xxi), providing that in 
any suit, either in rem or in personam, the claimant or respond- 
ent shall be entitled to bring in any other vessel or person 
who may be partly or wholly liable to the libelant, or to such 
claimant or respondent, by way of remedy over contribution, 
or otherwise, growing out of the same manner, does not enlarge 
the admiralty jurisdiction by permitting a party to be impleaded 
in a matter respecting which it would otherwise have no juris- 
diction, but merely permits the respondent to bring in a party 
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jointly liable for the wrong complained of in a case within the 
admiralty jurisdiction, whether the case is one of collision or 
not:—Ibid. 


Does Not Take Cognizance of Agreements Not in Themselves 
Maritime: 
Admiralty jurisdiction extends to all maritime contracts, but 


does not take cognizance of agreements not in themselves mari- 
time.—Ibid. 


Supreme Court Cannot Give Admiralty Jurisdiction Over Cause 
of Action Within Sole Jurisdiction of Common Law by Means 
of a Rule in Admiralty: 


Act Cong. Aug. 23, 1842, sec. 6, giving the Supreme Court 
power to prescribe the forms of writs and other processes to be 
used in the district and circuit courts, and the forms and modes 
of framing and filing libels, bills, answers, and other pleadings, 
in suits at common law or in admiralty and in equity, did not 
empower the court to give a court of admiralty jurisdiction of 


a cause of action within the sole jurisdiction of a court of com- 
mon law.—lIbid. 


Respondent Could Not, Under Court Rule, Implead Third Party, 
Where Cause of Action Asserted Was One Within Sole 
Jurisdiction of Court of Common Law: 


In action by shipowner against charterer for demurrage 
during delay caused by overheating of coal stiffening, delivered 
by charterer at port of discharge under previous charter to 
enable vessel to shift ports, the seller from whom charterer 
had purchased the coal could not be impleaded by charterer, on 
theory that seller was liable to indemnify charterer because of 
unfitness of coal, notwithstanding admiralty rule 59 (29 Sup. 
Ct. xlvi), entitling the respondent in such case to bring in other 
party, who was partly or wholly liable to libelant or claimant 
or respondent, since the cause of action against seller for un- 
fitness of coal was solely within the jurisdiction of a court of 
common law, and could not be placed within the jurisdiction of 
admiralty courts by an admiralty rule.—Ibid. 

“Bill of Lading” Defined: 

(Circuit Court of Appeals, Second Circuit.) A “bill of lad- 
ing” is a receipt for the goods shipped, signed by the person 
contracting to carry the goods, or his agent, and stating the 
terms on which the goods were delivered to and received by 
the shipper.—Aktieselskabet Bruusgaard vs. Standard Oil Co- 
of New Jersey, 283 Fed. Rep. 106. 

Shipper Entitled to Bill of Lading, But Must Secure It from 

Authorized Person: 

While, both under the Harter act (Comp. St., sec. 8029-8035) 
and long established usage, a shipper has an absolute right to 
a bill of lading, he must secure it from a properly authorized 
person.—TIbid. 

Parties Other than Master Not Authorized to Sign Bill of Lading: 

Under a charter party not containing a provision requiring 
the master to sign bills of lading as demanded, without prejudice 
to the charter party, held that a loading agent for the charterer 
had no authority to issue a bill of lading or collect freight, and 


that the master was the only person who had the authority to 
do so.—lIbid. 


Under Contract for Transportation of Material and Erection Out- 
fit from United States to Canal Zone, and for Transporta- 
tion of Outfit from Canal Zone Back to United States, 
Provision as to Tonnage of Shipment Held Applicable to 
Transportation of Outfit Back to United States: 

(Circuit Court of Appeals, Second Circuit.) Under contract 
for transportation of construction material and erection equip- 
ment from the United States to the Panama Canal Zone, and 
for transportation of the erection outfit back to the United 
States at the same rate of freight, requiring the contract “to 
ship the material in the proximate monthly installments varying 
in tonnage from 2,000 to 3,500 tons per month,” the 2,000-ton 
limitation was applicable to shipments of erection outfit back 
to the United States, as well as to shipments of material and 
equipment from the United States to the Canal Zone.—Mc- 
Clintic-Marshall Const. Co. vs. Munson S. S. Line, 283 Fed. 
Rep. 113. 

“Wharfinger” Defined: 

(Circuit Court of Appeals, Second Circuit.) A “wharfinger” 
is one who keeps a wharf for the purpose of receiving goods 
for hire—M. & J. Tracy, Inc., vs. Marks, Lissberger & Son, Inc., 
283 Fed. Rep. 100. 

Duty of Wharfinger to Exercise Reasonable Care to Ascertain 
Condition of Berths and Give Notice of Obstructions: 

The duty of a wharfinger is to exercise reasonable care in 
ascertaining the condition of the berths at his wharf, and to 
remove dangerous obstructions, or give due notice of their ex- 
istence to vessels about to use the berths.—Ibid. 

Libelant Bound to Prove Negligence: 

A wharfinger’s obligation is to exercise ordinary care and 
diligence, and it is the duty of a libelant, suing for injuries to 
a vessel, to prove negligence.—Ibid. 

Wharfinger Liable for Concealed Obstruction, Which Might 
Have Been Ascertained by Reasonable Diligence: 

If an injurious obstruction, though concealed, might have 
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been ascertained by a wharfinger through reasonable diligence, 
liability for injury to a vessel exists.—Ibid. 
Duty of Consignee of Vessel Stated: sl 

The consignee of a vessel is bound to provide a safe berth, 
put this means no more than that he is bound to exercise dili- 
gence in ascertaining the condition of the dock and wharves 
and to give notice of any obstruction or of any danger to ves- 
sels.—Ibid. 

Necessary to Prove Negligence on Part of Consignee: 

The obligation of the consignee of a vessel is to exercise 
ordinary care according to the circumstances, and it is necessary 
for one suing for injury to the vessel to prove negligence.—Ibid. 
Neither Consignee Nor Wharfinger Insures or Warrants Safety 

of Vessel: 

There is no warranty or insurance of the safety of a vessel 
by either a wharfinger or consignee.—Ibid. 

Consignee Entitled to Act on Good Repute of Wharf: 

A consignee of a vessel, and especially one using a wharf 
only occasionally, is bound to acquaint himself with its reputa- 
tion and commonly known characteristics; but if he knows that 
a berth has a good reputation, and that it has been used for 
years without complaint or known accident, he is entitled to 
rely on such reputation.—Ibid. 

Consignee Not Liable for Damage from Boulder in Berth at 

Wharf of Good Repute: 

Where a wharf at which vessels grounded at low tide was 
of good repute and vessels had continued to use it, and the 
existence of a boulder causing damage to a vessel was not only 
unknown to the vessel’s consignee, but to the public, the con- 
signee had a right to act on the reputation of the wharf, and 
was not liable for the damage.—lIbid. 


& 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
“ 





LOSS OF OR INJURY TO GOODS 


Consignee, Accepting Seed Peas in Damaged Condition at Des- 
tination, Cannot Recover Freight, Demurrage, and Ware- 
house Charges: 

(Supreme Court of Wisconsin.) Where, in an action for 
damages to a shipment of seed peas, the complaint was on the 
theory that plaintiff was entitled to the value of the peas at 
the point of delivery, if carried and delivered in good condition, 
less their actual value as tendered for delivery, having accepted 
the consignment in its damaged condition, he cannot recover 
freight, demurrage, and warehouse charges.—Feelyater vs. Chi- 
cago, M. & St. P. Ry. Co. et al., 190 N. W. Rep. 193. 

In Absence of Proof to Contrary, Connecting Carrier Held Jointly 
Liable for Damages: 

In view of St. 1921, sec. 1816d, providing that, on proof 
made by shipper that property has been destroyed or damaged 
in transit between place of shipment and place of destination, 
the liability of the common carrier attaches to all defendants, 
and judgment shall be entered against all unless one or more 
prove that it was not liable, in an action for damages to a 
shipment of seed peas, notwithstanding a finding that the fail- 
ure of the receiving carrier to furnish a proper car was the 
proximate cause of the damage, in the absence of proof to the 
contrary, the connecting carrier must be held jointly liable 
with the receiving carrier.—Ibid. 


Price Fixed in Contract of Sale of Seed Peas Held to Be Some 

Evidence of Value: 

Where plaintiff, suing for damages to a shipment of seed 
peas, was a dealer in seed peas, and his method was to con- 
tract a year ahead for their sale, and then in turn contract 
with farmers to raise the peas, and such was the general 
practice, and though a certain percentage of seed peas had a 
spot market, there was no general quotation on prices, the price 


fixed in the contract of sale thereof was some evidence as to 
their value.—Ibid. 


Court Held to Have Properly Computed Damage to Shipment 
of Peas from Special Verdict, Based on Admitted Quantity: 
Where, in an action for damages to a shipment of seed 

peas, a special verdict fixed the damages per pound, and the 

number of pounds was admitted in the answers, the court cor- 
rectly computed in the judgment the amount of damage from 
the verdict, based on the admitted quantity of peas.—Ibid. 

Where Evidence Ample to Take Question of Damage to Jury, 
Verdict Cannot Be Disturbed: 

Where evidence is ample to take to the jury a question as 
to the damage to all of a shipment of peas, the verdict cannot 
be disturbed on appeal on the ground that plaintiff consignee 


— have separated peas not damaged from damaged peas.— 
id, 
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CARRIAGE OF LIVE STOCK 
Whether Cars Furnished and Shipment of Live Stock Made with 

Reasonable Promptness Held for Jury: 

(Court of Appeals of Kentucky.) Whether a carrier sup- 
plied cars with reasonable dispatch and shipped the live stock 
in question with reasonable promptness held for the jury.— 
Crain vs. Louisville & N. R. Co., 244 S. W. Rep. 59. 

Points Decided on First Appeal Held Law of Case: 
On the second appeal, the points decided by the first ap- 


peal are the law of the case, and it is unnecessary to further 
discuss them.—Ibid. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Public Utilities Commission Held Not Deprived of Jurisdiction 
of Shipper’s Intervening Petition for Reparation by With- 
drawal by Railroad Association of Original Petition for 
Advance in Tariffs: 

(Supreme Court of Illinois.) In proceedings by a terminal 
railroad association before the Public Utilities Commission for 
an advance of freight rates wherein a shipper intervened by 
petition for reparation due to excessive charges, the withdrawal 
of the petition of the association for advances held not to de- 
prive the Commission of jurisdiction to hear the intervening 
petition—Terminal R. Assn. of St. Louis vs. Public Utilities 
Commission, 136 N. E. Rep. 797. 

Prior Adjudication as to Unreasonableness of Freight Charges 
et _ to Foreclose Suit for Reparation for Subsequent 

eriod: 

On petition by a shipper before the Public Utilities Com- 
mission for reparation due to excessive freight charges between 
the years 1915 and 1917, the question was not foreclosed against 
petitioner by a previous adjudication as to the unreasonableness 
of charges for the period between 1913 and 1915.—Ibid. 
Determination of Unreasonableness of Charges Not Prevented 

Because Rates Recognized by Statute: 

That a rate charged is that recognized by public utilities 
act, sec. 32, does not prevent the Public Utilities Commission 
from entertaining jurisdiction to hear and determine complaints 
of unreasonableness and unjust discrimination in view of sec- 
tions 32, 38 and 72.—Ibid. 

Order of Public Utilities Commission Denying Award of Rep- 
aration Held “Final Order.” 

An order of the Public Utilities Commission denying an 
award of. reparation because of excessive freight charges is a 
= order” and appealable, under public utilities act, sec. 68. 
Public Utilities Act Supersedes Common-Law Liability as to 

Rates and Unreasonable Discrimination: 

The public utilities act supersedes the common-law liability 
of the carrier so far as rates and unreasonable discrimination 
are concerned.—Ibid. 

Order of Public Utilities Commission for Reparation to Shipper 
Held Not Final and Appealable: 

An award by the Public Utilities Commission to a shipper 
of reparation because of excessive freight rates is not a final 
or appealable order within public utilities act, sec. 68, 72, pro- 
viding that on trial of a suit on an order for reparation the 
a shall be prima facie evidence of the facts therein stated. 
Permanent Suspension of Proposed Schedule of Telephone Rates 

Without Determining Reasonableness, Held Void: 

(Supreme Court of Illinois.) Under public utilities act, sec. 
36, an order of the Commerce Commission, permanently sus- 
pending a schedule of rates proposed and filed by a telephone 
company, on the ground that by reason of a decline in the price 
of labor and materials, the Commission could not fix rates for 
the future, and, refusing to determine what would be reason- 
able rates, is void, it being the duty of the Commission to de- 
termine whether or not the proposed schedule of rates is rea- 
sonable and, if not, to determine what are reasonable rates.— 
Illinois Bell Telephone Co. vs. Commerce Commission ex rel. 
City of Edwardsville; Same vs. Commerce Commission ex rel. 
City of Alton, 136 N. E. Rep. 676. 

Rates Established by State Commission Presumed Reasonable: 
(District Court, E. D. Louisiana, Baton Rouge Division). 

Telephone rates established by a state commission are presumed 

just and reasonable, and the burden of proving the contrary 

rests on the company affected. That the commission granted 
an increase in rates does not establish that the rates previously 
in force are unjust, unreasonable, and confiscatory, when restored 
by the commission more than a year later, after business con- 
ditions had changed.—Cumberland Telephone & Telegraph Co. 








1250 THE TRAFFIC WORLD 


vs. Louisiana Public Service Commission et al., 283 Fed. Rep. 
215. 


Rates Based on Value of Property Used. 

A telephone company is entitled to a fair return on the value 
of the property used and useful in its business, and in determin- 
ing the value of such property, as affecting the reasonableness 
of intrastate rates, the property used in its intrastate business 
should be considered separately from that used in interstate 
business.—Ibid. 

Justness of Rates Cannot Be Determined on Mere Estimate of 

Value of Property. 

A mere estimate by a telephone company that a certain pro- 
portion of the total value of its property is devoted to its intra- 
state business is not a satisfactory basis on which to determine 
that rates fixed by a state commission for its intrastate service 
are confiscatory.—Ibid. 

Inadequacy of Rates Must Be Clearly Shown. 

Before telephone rates authorized by rate-making bodies are 
interfered with by the courts, the evidence ought to be clear 
and convincing that the rates attacked are inadequate.—lIbid. 


COMMISSION’S ANNUAL REPORT 


The Trafic World Washington Bureau 


In its thirty-sixth annual report, sent to Congress December 
7, the Commission pointedly objected to a reduction in appropria- 
tions for its services in the fiscal year beginning July 1 next, 
stressed the manifold need for its valuation reports in the mak- 
ing of rates and the recapture of excess earnings, asked for more 
money for the inspection of locomotives and said that if its 
appropriations were cut down it could not do all it intended in 
preparing statistical data for checking up on the efficiency and 
economy of railroad management. It renewed its requests for 
legislation and made a few new ones, and, of course, included 
in the report a review of what it had done during the twelve 
months ended October 31. Its recommendations for legislation, 
as summarized by itself, are as follows: 


1. That section 1 of the interstate commerce act be amended 
to provide for the punishment of any person offering or giving 
to an employe of a carrier subject to the act any money or 
thing of value with intent to influence his action .or decision 
with respect to car service, and to provide also for the punish- 
ment of the guilty employe. 

2. That the boiler inspection act, as amended, be further 
amended to provide for increases in the number and salaries of 
inspectors. That the increase in the number of inspectors under 
the safety appliance acts provided for by the first deficiency act, 
fiscal year 1923, approved September 22, 1922, be made permanent. 

3. That subject to appropriate exceptions the use of steel 
cars in passenger-train service be required, and that the use in 
passenger trains of wooden cars between or in front of steel 
cars be prohibited. ; Ne 

4. That the hours of service act of March 4, .1907, 34 Stat. 
1415; 8 Comp. Stat. 1916, p. 9448, be so amended as to require all 
service of employes subject to the act to be construed as con- 
tinuous service, except that if an employe is given a release from 
duty for a definite period of not less than three hours,.and under 
such circumstances that the employe has proper facilities and 
opportunities for securing rest during such relief period, such 
relief period can be used to break the continuity of the service 
and the service ceases to be continuous and becomes aggregate 
service. 

5. That to complete some and undertake other of the im- 
portant duties laid upon us by the transportation act, 1920, and 
other acts, and to keep the general work current, we recom- 
ment appropriations sufficient to meet our absolutely necessary 
requirements. The performance of our manifold duties, each 
under specific authority of law, will be curtailed by the reduc- 
tion in our current appropriation, or under our 1924 estimate. 

6. That section 20a of the interstate commerce act be 
amended to include within its provisions electric railway com- 
panies engaged in the general transportation cf freight. 

That paragraphs (4) to (8), inclusive, of section 5 of the 
interstate commerce act be so amended or supplemented as 
clearly to provide whether and, if so, how voluntary consolida- 
tions may be effected pending ultimate adoption by us of a com- 
plete plan of consolidation. 

8. That section 25 of the interstate commerce act be amended 
by making it unnecessary for common carriers by water in for- 
eign commerce to file. and for us to publish, the information re- 
ferred to in paragraph (1) of the section. 

9. That section 19 of the merchant marine act, 1920, be 
amended so that its provisions will clearly not be applicable to 
the Interstate Commerce Commission, and that section 28 of this 
act be reconsidered by the Congress in the light of the circum- 
stances set forth in the chapter on the effect of this statute 


appearing at pages 13 and 14 of our thirty-fifth annual report 
to the Congress. 


Objections to reduction in appropriations, such as proposed 
by the bureau of the budget, were treated in the beginning of the 
report. The essential facts are that appropriations for the cur- 
rent fiscal year are $5,045,650, the Commission’s estimate for 
the coming fiscal year $5,204,500, and the recommendations of 
the bureau of the budget, $4,494,500. That amount, the Com- 
mission said, was $710,000 less than its estimates and $551,150 
less than the appropriations for the current year. 

“The reduced amounts available under our appropriations 
since the fiscal year 1921 have impaired our ability to complete 
some and undertake other of the important duties laid upon us 
by the transportation act, 1920, and other acts,” said the Com- 
mission. “This has resulted in curtailment of the activities in 
several bureaus, notably those of accounting, safety, locomotive 
inspection and valuation. The same is true as to studies of 
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economy and efficiency in operation which seem to have been con- 
templated by the Congress as necessary incidents to some of the 
duties expressly imposed upon us in recent legislation. 

“Within the limitations set by appropriations we have been 
compelled to defer or greatly restrict our work. Reducing the 
appropriation for the valuation of the railroads more rapidly 
than we had planned may practically defer recovery of excess 
earnings under section 15a of the interstate commerce act * * 
and retard the policing of carriers’ accounts as contemplated by 
section 20 (giving the Commission supervision over the issuance 
of securities). If we are to function promptly and efficiently, 
more funds must be supplied to care for the disposition of pend- 
ing fourth section cases.” 

Much space was devoted by the Commission to a review of 
the exercise of its emergency powers due to the strike of the 
miners and the shopmen, the passage of the anti-profiteering law 
relating to coal, the condition of locomotives, car loading, car 
shortages and surplus, with a clear differentiation between the 
two phases under which the exercise of the emergency powers 
was required. In the first part the lack of coal to haul was the 
motivating cause and in the second, the lack of cars in which 
to haul the enormous tonnages of coal and general traffic. 

According to the Commission’s way of handling figures fur- 
nished by the American Railway Association, the number of en- 
gines, “out of service” because they lacked either heavy or light 
repairs, rose from 24.6 per cent on June 15 to 31.4 per cent Sep- 
tember 15, on which date, it said, the shop strike came to an 
end on some lines. On some lines it said more than 60 per 
cent were out of service. 

“On other railroads no settlement has as yet been made,” 
said the Commission, adopting the technical, organized labor 
view that the strike is still in effect on some of the roads. 

The Commission’s figures also showed that in the second 
week in July the weekly average accumulations of carloads of 
freight which the railroads could not move promptly was 36,868, 
and that in the third week in September the number had risen 
to 80,320. 

In June the average number of cars moved daily was 731,436, 
in July 632,443, in August 695,710, in September 787,012 and in 
October 861,810. In June the average number of cars left over 
at midnight of each day, to be moved the next day, was 251,981, 
in July, 299,305, in August 378,779, in September 436,888 and in 
October 427,232. The left-over cars, however, were not accumula- 
tions, as that word is used by car service men. 

Notwithstanding the strikes, the report pointed out, the ton- 
nage moved was greater in some weeks than in the corresponding 
weeks of 1920, the peak year. The carloading, containing an un- 
usually large quantity of merchandise and less-than carload traf- 
fic, increased from 3,765,746 in June to 4,050,868 in September, 
July alone showing a decrease. In that mofith it ran down to 
3,588,124. In October it went up to 4,301,487. 

Commenting upon the fact that it had again found it neces- 
sary to exercise its emergency power to get coal to the Lake Erie 
ports for movement to the Northwest, the Commission said the 
dealers and consumers in regions remote from the mines “can 
hardly expect to rely upon our regulatory power continually to 
relieve them from the consequences of their own inertia, to the 
inconvenience or detriment of other regions and derangement of 
the orderly movement of general traffic.” It said it could not too 
strongly urge dealers and consumers to make firm contracts for 
a supply in season for early transportation. 


“Manifestly the existing rates are no longer interfering with 
the free flow of commerce as a whole, whatever may have been 
the situation prior to July 1922,” said the report, in concluding a 
review of the reductions advised in the 1922 reduced rate case. 
“Little opportunity has been afforded for determination of the 
effect of the reduced rate level upon the net earnings of the car- 
riers, because of freight congestion and other abnormal conditions 


which have resulted from the coal strike, the shopmen’s strike, 
and other causes.” 


The report makes public the fact that the Commission is 
making studies in efficiency and economy in the operation of the 
railroads. It said it was not convinced the law required it to 
engage in the study of efficiency in operation in the elaborate 
way that would be required for a thoroughly effective survey, but 
that it had undertaken to emphasize to a greater degree than 
heretofore the systematic comparison of operating results 
through statistical reports, prepared by the bureau of statistics, 
showing the results of operations on Jines on which the condi- 
tions were substantially the same. It said it was convinced 
much could be accomplished along that line, and commended 
the attention the carriers were giving the subject. 

In connection with its studies concerning efficiency and econ- 
omy, the Commission said: 


The subject of terminal expense is one of growing impor- 
tance because of the complexity of terminal operation incident 
to commercial and industrial activity concentrated in large and 
growing cities. Delays in transportation are traceable in the 
main to terminal handling, not to the line haul, and terminal 
expenses seem out of proportion to line-haul costs. Intensive 
study of terminal problems, long important, has become of first 
importance to the communities served the shipping public, and 
the carriers. Methods of handling less than carload shipments 
must be developed which will materially reduce the present cost 
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There is No “Water” 
in Santa Fe Stock 


President Storey issues another 
Statement of Interest to 
Santa Fe Patrons 








The charge is still made that the railroads 
are asking returns on “watered stock.” 


Congress undertook to ascertain the facts 
through the Valuation Act, which was intro- 
duced by Senator LaFollette. The Interstate 
Commerce Commission has been conducting 
this valuation for nine years, and the following 
elements are considered: Cost of reproduction 
in the years 1913 to 1916, cost of reproduction 
less depreciation, original cost, other values 
and elements of value. Stocks and bonds or 
earning capacity have not been considered. 

From all the data available the Interstate 
Commerce Commission has found— 


Valuation of all the railways in 1920. .$18,900,000,000 
Net capitalization of all the railways 
December 31, 1009 ...o...66:0 s056 viec-w sire 16,939,515,522 


Value above capitalization............. $ 1,960,484,478 











Otherwise stated, the value of the railroads 
is TWO BILLION DOLLARS in excess of the 
net face of all stocks and bonds. If present 
day unit prices had been used, the excess would 
be far greater. 


This should dispose of the question of 
“watered stocks.” 


But recently reference has been made to the 
“valuation that the railroads have succeeded 
in putting over on the Interstate Commerce 
Commission.” The valuation work on the 
Santa Fe is nearly completed, and we know 
that we have not “put anything over” on the 
Interstate Commerce Commissien. On the con- 
trary, we believe that the Interstate Commerce 
Commission has been over-strict in its rules 
and methods of valuation, and that as a conse- 
quence it has greatly undervalued our railroad. 


When the work is completed, no “water” will 
be found in Santa Fe stock. 


W. B. STOREY, President 
The Atchison, Topeka and Santa Fe Railway System. 
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The Port of Houston is growing. 


Plans have been prepared covering Six new 
wharf units, each 500 feet in length, with tran- 
sit sheds 150 feet wide and served by three 
railway tracks. 


A grain elevator is to be constructed with an 
initial capacity of One Million bushels, and 
equipment to provide for additional storage. 


All of these facilities, including railway track- 
age, storage and classification yards and ade- 
quate highway system will constitute a term- 
inal unexcelled for its size in the South. 


A Bond Issue for Four Million Dollars with 
which to construct the above facilities is to be 
voted on by the citizens of Harris County on 
December 30th. 

Why are these improvements necessary ? 


Just more business. 


For information address the 


DIRECTOR OF THE PORT 


COURT HOUSE HOUSTON, TEXAS 
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and delay. The need is no less in respect of carload shipments 
and the release and return of cars. Discussion of such methods 
would be unprofitable at this stage of our studies, but we note 
with approval the attention which carriers are giving to the 
subject. We are convinced that much can be accomplished along 
these lines and that the carriers should accomplish it. 


In discussing the work of the bureau of finance, the Com- 
mission recited the facts about its attempts to have the railroads 
remit the money due Commission under the recapture of excess 
earnings clause of section 15a, the chief of which is that thus 
far the railroads have remitted to it only a little more than 
$25,000, although for the year ended December 31, 1921, 21 car- 
riers reported excess earnings amounting to $696,944. Seven of 
them sent in the $25,000 before mentioned, being half of their 
admitted excess. 

“We are giving consideration to all returns which indicate 
that excess income was earned, with a view to early determina- 
tion of the property values and ascertainment of the excess in- 
come recoverable,” the report said. 

During the year the Commission authorized the issuance of 
securities or the assumption of liabilities amounting to $889,- 
719,710, and 69,760,500 French francs, the latter being obligation 
of the New Haven. In the same period, railroads reported short 
term notes, maturing within two years, amounting to $54,141,584. 
The Commission said that during the year it had received ap- 
plications, which it had granted, from the Illinois Central and 
the Chesapeake & Ohio to issue preferred stock, the proceeds 
from which were to be used in making additions and betterments 
to their properties. 

“These applications constitute encouraging indications,” the 
Commission said, “inasmuch as of late years it has been gen- 
erally the practice to finance additions and betterments through 
sale of bonds carrying fixed charges.” 

The Commission expressed the belief that, during 1923, the 
claims for reimbursement on account of deficits during federal 
control would be settled. It expressed the belief that while the 
claims amount to about $25,000,000, they will be settled for about 
$15,000,000, of which $5,093,350 has been certified to date. 

The certification of the standard return has gone so far 
that 597 carriers have been dealt with. The aggregate of re- 
turns in the test period amounted to $945,564,313.82. The Com- 
mission said many of the carriers for whom tentative figures 
of standard return had been made, had decided their properties 
were not taken under control and some carriers had settled 
with the Director-General on bases other than the standard 
return. : 

That part of the report relating to the formal docket, cov- 
ering the complaints of shippers and carriers, at one time one 
of the matters requiring considerable space, was reduced to 
half a page in this report. It showed 1,264 complaints were 
filed, and 1,013 disposed of. Much more space was devoted to 
Commission-instituted investigations and the intrastate rate 
cases instituted on complaint of the carriers. Informal docket 
cases to the number of 4,371 were filed, a reduction of 3,440. 
Orders permitting refund were made in 3,239 cases for the re- 
turn of $1,257,866 to shippers. 

In the part of the report pertaining to the traffic bureau, it 
was set forth that 135,433 tariff publications were filed, the 
greatest number in the history of the Commission. The in- 
crease was 31,685 over the next highest figure. In June more 
than 34,000 tariffs were filed, containing 375,397 pages, mostly 
relating to the reductions ordered for July 1. Concurrences and 
powers of attorney filed numbered 98,082, and 5,475 applications 
for permission to file on less than thirty days’ notice were 
passed upon, 4,727 favorably. In the investigation and suspen- 
sion part of the bureau, 257 proceedings were initiated, an in- 
crease of 50; and 226 were disposed of. The fourth section 
phase of the bureau’s work went away down, only 180 appli- 
cations having been made. Yet 330 orders were entered, 237 
giving permanent and 93 temporary relief. These orders were 
based on applications filed in other years. 


In the year, 64,354 locomotives were inspected, showing that 
nearly every locomotive on important carriers was given the 
once-over during the year, ended June 30, 1922. There were only 
622 accidents, a decrease of 15.4 per cent. Only 33 persons 
were killed during the year as the result of failures of engine 
parts or appurtenances, a reduction of 48.4 per cent. The num- 
ber of injured decreased 11.3 per cent. The inspections of 
locomotives increased about 3,500 during the year. 

In regard to its valuation work, the Commission said it had 
reached the stage where, except for rechecking, the inventory- 
ing of the roads recently constructed, and a few minor details, 
the original field work had been completed. Two hundred and 
eighty-seven tentative valuations have been made public and 
101 of these have become final, because no protests were filed. 
The 287 reports cover 400 corporations, having a mileage of 
39,956, or 16.11 per cent of the total. But the summary, the 
Commission said, did not reflect adequately the progress made. 
Since the report was closed, it said, 58 tentative valuations had 
been completed, covering 84 corporations having 12,939 miles 
of road, chiefly parts of the larger railroads. 

The Commission said that certain parts of the interstate 
commerce law could not be carried out without the informa- 
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tion that will have to be supplied by the bureau of valuation, 
notably the initiation of rates, recapture of earnings, and the 
issuance of securities, in the cases of consolidation of railroads, 
the law forbidding the consolidated companies to issue securi- 
ties in excess of the value of the consolidated properties. 

In support of the recommendation that section 25 be 
amended so as to make it unnecessary for common carriers by 
water to file with the Commission, and the latter to publish 
data about sailings, itineraries and things of that kind, the 
Commission said the Shipping Board published such informa- 
tion about its own vessels and other lines published facts about 
theirs. In addition, it pointed out that the reports filed with 
it and by it published could never be up to date because car- 
riers by water have authority to change such matters daily or 
hourly. It said the publications made by it were seldom, if 
ever, of use to shippers. 


Probably the recommendation that will attract most atten- 
tion is that in which the Commission asks Congress to amend 
paragraphs 4 to 8 of section 5, so as to provide whether, and 
if so, how voluntary consolidations may be made pending the 
ultimate adoption by it of a complete plan of consolidation. 
It said the question whether, under the paragraphs mentioned, 
two or more carriers might consolidate their properties either 
with or without the approval of the Commission, pending the 
adoption of a complete plan of consolidation, remained unde- 
termined. It said that, as an interpretation which would pro- 
hibit all consolidations during the interval which must elapse 
before adoption of a complete plan for consolidation, might 
work hardship, and fail to meet the underlying intent of Con- 
gress, it was desirable that the matter should be clarified by 
appropriate amendment to the statute. 


Another important recommendation respecting legislation 
is that section 20-a be amended to include within its provisions 
electric railway companies engaged in the general transporta- 
tion of freight. That section places supervision over security 
issues in the hands of the Commission, except in the case of 
street, suburban or interurban electric railways not operated 
as part of a general steam railroad system of transportation. 
Some electric railroads, the Commission said, corresponded sub- 
stantially, in all important particulars, to steam roads, except 
in the matter of motive power. The Commission is empowered, 
in section 15-a, to include in groups for rate-making purposes 
such electric roads as are engaged in general transportation 
business. The Commission thinks they should be included in 
the section pertaining to the issuance of securities. 


On the subject of recapture of excess earnings, the report 
carries a ruling by the Attorney-General, at the Commission’s 
request, on the question whether the recaptured excess earnings 
are public moneys in the sense that they must be put into the 
treasury and taken out only by means of appropriation bills. 
The Attorney-General held the Commission had the power to 
deposit the money in its name and subject to its draft, in 
banks or trust companies designated by the treasury as go- 
ernment depositaries. 


POSTMASTER GENERAL’S REPORT 


The Trafic World Washington Bureau 


Revenues of the Post Office Department for the fiscal year 
ended June 30, 1922, totaled $484,853,540.71, while audited ex- 
penditures were $545,644,208.54, according to the annual report 
of the Postmaster-General. The report said the deficit assignable 
to the fiscal year was $60,815,400.36, which was $20,571,986.72 
less than that of the preceding year. 


The report showed that mails were carried over 231,981 miles 
of railroad at an annual cost of $96,000,000. The annual rate 
for side and terminal service was $3,058,698, a reduction of 23.4 
per cent. The decrease was due to the establishment of mail 
messenger service at lower cost to supersede the service per- 
formed by railroad companies, the report said. 


The part of the report dealing with parcel post showed that 
during the statistical period, October 1 to 15, 1921, the total num- 
ber of parcels mailed at all post offices was 44,051,083 and the 
postage on such parcels was $5,737,299, an average revenue of 
13 cents per parcel. The total weight of all parcels mailed at all 
offices was 180,547,744 pounds, an average of 4 pounds and 2 
ounces per parcel. 


APPROVES STOCK ISSUE 


The Georgia, Ashburn, Sylvester & Camilla Railway Com- 
pany has been authorized by the Commission to issue $405,006 
of common capital stock, consisting of 4,050 shares of the par 
value of $100. The stock will be used in payment for part of 
the property formerly owned by the. Hawkinsville & Florida 
Southern Railway Company, consisting of a line of railway ap- 
proximately 51 miles in length, extending from Ashburn to 
Camilla, Ga. The property was sold to the applicant for $395. 
000. One hundred shares of the stock will be sold for $10,000 
cash and the money applied on the purchase of equipment and 
rehabilitation of the property. 
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FREE BOOKLET 


It describes facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 


Agent for All Railroads Entering 


St. Louis 


Unexcelled facilities for handling 
pool cars, storage and forwarding 


THE TRAFFIC WORLD 


Managing Agents for 
American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICES 


To Los Angeles, San Francisco, Portland, Seattle, 
Tacoma 


NEW YORK—THURSDAYS BOSTON—SATURDAYS 
IOWAN Dec. 9 MEXICAN D 


. 21 


PHILA.—SATURDAYS BALTIMORE 
GEORGIAN Dec. MONTICELLO 
NEBRASKAN . AMERICAN 
OLEANS . A STEAMER 
PANAMAN . A STEAMER 


CHARLESTON SAVANNAH 
MYSTIC Dec. MYSTIC 
SUDBURY . SUDBURY 


NEW ORLEANS 
MYSTIC Dec. 
SUDBURY 


PACIFIC COAST TO EUROPE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fortnightly Sailings 


Joint Services with 
Hamburg-American Line 


NEW YORK TO HAMBURG 


. #BAYERN 
ccc dacusgbvcedenmscnkctiel 
. #+WUERTTEMBERG 

. *MOUNT CARROLL 

. #HAN 

. *M 

. TBAYERN 


8.8 
8.58. 
8.8 
8.8 
8.8. 
8.8. 
8.8 


* Carries third-class passengers. 
¢ Cabin and third-class passengers. 


PHILADELPHIA TO BREMEN AND HAMBURG 


8.8. ALTMARK (via Baltimore and Norfolk) 
S.S. NEVADAN (via Baltimore and Norfolk) 


BOSTON TO BREMEN AND HAMBURG 
S.S. BRASILIA (via Baltimore and Norfolk) 


BALTIMORE TO BREMEN AND HAMBURG 


8.8. CALLISTO (via Norfolk) 
8.8. ALTMARK (via Norfolk) 
8.8. NEVADAN (via Norfolk) 
S8.S. EMDEN (via Norfolk) 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 

8.8. CALLISTO 

8.8. ALTMARK 

8.8. NEVADAN 

8.8. EMDEN 


NEW ORLEANS TO BREMEN AND HAMBURG 


8.8. SCHWARZWALD First Half of January 
8.S. SACHSENWALD Second Half of January 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South LaSalle Street Phone Wabash 4891 


BRANCH OFFICES: 
BALTIMORE, Maryland Casualty Tower Bldg..Phone Plaza 7330 
BOSTON, 40 Central Street Phone Congress 3084 
CLEVELAND, 242 The Arcade Phone Main 2150 
PHILADELPHIA, Phone Lombard 7050 
PITTSBURGH, Oliver Bldg Phone Grant 7431-2 
ROCHESTER, Commerce Bldg Phone Main 7150 


AGENTS: 
John M. Born, 1108 Candler Bldg. 
Street Brothers 
Page & Jones 
Richard Meyer Co. 
NORFOLK Harriss, Magill & Co. 
DAP R tr 5 nth oi hceVievicuticczcawssaicet M. J. Hogan & Co. 
GENERAL PACIFIC COAST AGENTS: 
SAN FRANCISCO..Williams, Dimond & Co., 310 Sansome 8t. 
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Traffic Lesson No. 25 


Transcontinental Rates—Twenty-fifth in the Course of Fifty-two Lessons Written for the Traffic 
World by GroversG. Huebner, Ph. D., Professor of Transportation and Com- 
merce, University of Pennsylvania 


Having described the rate structures in western and south- 
western territories, there still remains for consideration the 
rate structure governing the rates on shipments between the 
Pacific coast, on the one side, and the central western and 
eastern sections of the United States, on the other. The rates 
to and from the Pacific coast terminals located on or near the 
seaboard, moreover, are so interrelated with the rates to and 
from interior points throughout the far west that this lesson 
and the one following must necessarily include a description 
of the rates to and from intermediate points. The Sunset Route 
continues to operate as in the past, but has not been an import- 
ant source of competition in rate-making’ because the rates have 
been the same as the dates of the transcontinental railroads. 
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East Boundary of Zone? 


os described in FS. Order 124 
of April 30,1915. 





Eastern defined territories A to F on traffic to north coast terminals. 


The Panama Canal, since its opening, has been the only source 
of active water competition, although the transcontinental rate 
cases of 1922 discussed in Lesson No. 26 may change the posi- 
tion of the Sunset Route in the future. 


No large rate structure anywhere in the country has been 
the subject of more protracted complaints and frequent changes 
than the transcontinental rate structure. Indeed, it is probable 
that it will again be changed in certain respects in the near fu- 
ture as a result of proceedings now under way before the Inter- 
state Commerce Commission. The examiner in charge of the 
so-called “transcontinental cases of 1922” rendered a tentative 
report in April, but final decision has not been made by the 
Commission. The transcontinental rate structure, however, is 
one of such vital interest and indicates the nature of the forces 
that influence freight rates so clearly that a brief description 
of the rate structure as it is at present and as it was in the 
past will be given in this lesson, whereas a number of current 


*See the Traffic World, April 22, 1922, relative to fourth section 
ea Nos. 345, 349, 11940, 11957, 12012, 12017, 12018, 12063, 12094 
and 12118, 


points of interest, particularly those centering about the Panama 
Canal, will be included in Lesson 26. 


The transcontinental rate structure has been molded largely 
in accordance with the dictates of water competition and com- 
mercial or market competition. Transcontinental rates have 
long been obliged to compete with available water routes. Be- 
fore the opening of the Panama Canal, freight moved over vari- 
ous routes: (1) The American-Hawaiian Steamship Company 
transferred much coastwise freight across the Isthmus of Tehuan- 
tepec via the Mexican National Railway. (2) Some coastwise 
freight was transferred across the Isthmus of Panama by rail. 
The steamship lines on the Pacific side were the Pacific Mail 
and the California-Atlantic Line, which a little later was re- 
placed by the Luckenbach Steamship Company, and the Atlantic 
service was provided by the Panama Railroad Steamship Line. 
(3) Some freight was also shipped via Cape Horn in sailing 
vessels and through the Straits of Magellan by tramp steamers. 
(4) An additional part water route was the so-called Sunset 
Route, which operated via the Morgan Line to New Orleans 
and Galveston and thence via the rail lines of the Southern 
Pacific Company. Since the opening of the Panama Canal, 
coastwise shipments by the first three of these water routes 
has been discontinued. The Sunset Route continues to operate 
as in the past, but it is not an important source of competition 
in rate-making because its rates are the same as the rates of 
the transcontinental railroads. The Panama Canal, since its 
opening, has been the only source of active water competition. 


When the transcontinental railroads endeavored to increase 
their shipments to and from the Pacific coast they were obliged 
to reduce their rates between the two seaboards of the United 
States in order to meet existing water competition. These low 
coast-to-coast rates enabled the shippers of the Atlantic coast 
to enter the markets of the Pacific seaboard, but obviously 
placed those located in the central west at a disadvantage. The 
Southern Pacific Company endeavored to meet water competi- 
tion more effectively by organizing the Sunset Route, yet this 
did not solve the difficulty for other transcontinental rail lines. 
The Atchison, Topeka & Santa Fe, for example, then announced 
that it would give to Chicago, St. Louis and Kansas City the 
same opportunity to enter the Pacific coast markets that the 
Southern Pacific had given to the Atlantic seaboard. Shippers 
throughout the central west, moreover, complained that al- 
though they were located nearer to the Pacific coast than the 
shippers of the east, they were obliged to pay higher rates. 
This commercial or market competition between the central 
west and the east, and the desire of the transcontinental rail- 
roads in serving the central west to increase their Pacific 
shipments then resulted in the blanket rate system. 


Blanket Rate System 


Under this blanket rate system the rates on many west- 
bound commodities are the same whether they are shipped 
from the Atlantic seaboard or from Chicago, St. Louis, or points 
on the Missouri River. Water and market competition have 
caused the carriers entirely to disregard distance in fixing trans- 
continental rates on numerous commodities. The blanket sys- 
tem likewise applies to many eastbound commodity rates, and, 
in the past, also applied to eastbound and westbound class 
rates. Its scope has gradually narrowed, but it continues to 
be one of the features of the transcontinental rate structure. 
Such transcontinental rates as are not blanketed are made in 
accordance with the system of zones indicated in the accompany- 
ing maps. 

The difficulties of the carriers were not solved entirely by 
establishing the blanket rate system. Much freight was also 
shipped to the interior western points not located on or near 
the Pacific coast, and consequently not influenced by water 
competition to the same extent as the shipments to and from 
the coast terminals. The carriers refused to extend their low 
coast-to-coast rates to these intermediate points, with the result 
that the rates from the central west or east to many destina- 
tions located far inland were higher than their rates to the 
Pacific terminals. This violated the long-and-short-haul prin- 
ciple and was justified by the carriers, and, in some cases, also 
by the Interstate Commerce Commission, on the grounds of 
greater water competition on the shipments to the terminals. 
Much litigation has resulted from this difference which, until 
the enforcement of the Commission’s decision of June 30, 1917, 
existed between the terminal and intermediate rates. The 
fourth section applications of the transcontinental carriers now 
before the Commission are the direct result of the returning 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per line, 
minimum charge $3.00; succeeding insertions, per line, 50c; 10 words to 
the line; numbers and abbreviations counted as words; 6 point type; 
payable in advance. Answers to keyed advertisements forwarded free 
and all correspondence held in strict confidence. The TRAFFIC 
WORLD, 418 South Market Street, Chicago, Il. 


nn ——————e 
POSITION WANTED—Twenty years’ experience Railroad, In- 
dustrial, traffic department, freight rate quotations; ‘we ere: 
arried. ~ 


EDGAR IMPROVED CAR SEAL 


DODGE BROTHERS, Detroit, Mich.: ‘Now 
that the application of your seals is being 
accomplished, successfully we are pleased to 
state that they are giving the best results. 
We know of no case as yet where a shortage 
has been found under original seals.”’ 


The Edgar Steel Seal & Mig. Co., Lawrence, Kansas 


Ask for Samples 
and Prices Today 


freight solicitation; competent executive. Age 39. 


dress W. E. N. 497, Traffic World, Chicago. SALARIES 


$3500 to $7500 


The need for trained men is great. You 


M AN AGER can quickly train yourself for this 
splendid profession and jump to mag- 
W A N 7 E D nificent earnings. 
PREPARE NOW 


In your spare hours, in your own home you can master the principles of export 
and qualify for one of these splendid positions. The training is thorough and 
complete. Send for full information today. Now! AMERICAN COMMERCE 
ASSOCIATION, 4043 Drexel Blvd., Dept. 211-D, Chicago, III. 


POOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 
Established 1910 Phone 1574 Smithfield. 





POSITION WANTED—Competent Traffic Manager or Claim Agent 
desires connection with greater opportunity; railroad and commercial 
experience; familiar all lines traffic and accounting work; freight 
claims especially; excellent references. Address I. R. C. 493, Traffic 
World, Chicago. 











SAVANNAH, GEORGIA 


Storage—Pool Cars Our Specialty 


H. H. BRADLEY & CO. 


Quick Despatch 









Personal Service 





ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Wareheusemen’s Asseciatien and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 





WACO, TEXAS THE HEART OF TEXAS . 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


INLAND MARINE CORPORATION 


Provides 


7 Low All-Water Freight Rates 
The New York State Barge Canal Route 


TOLEDO, OHIO 


The Toledo Terminal Warehouse Co. 
928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 


UNITED STATES SHIPPERS! 


Avail Yourselves of the Efficient Modern 


Warehouse and Distribution Service 
of the 


National Cartage & Transfer Co., Ltd. 


VANCOUVER, CANADA 


EXCHANGE RATES NOW FAVOR EXPORTATION 
OF U. S. GOODS TO CANADA AND A REVIVAL 
OF CANADIAN TRADE IS IN PROGRESS. 


We will materially assist you in establishing and building up a 
profitable and growing business in the Canadian Northwest. 


CONNECTIONS THROUGHOUT CANADA 
Chicago Representative — Burkhart Warehouse Service 
















New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. Milwaukee, Wis. 
Cleveland, Ohio Duluth, Minn. St. Paul, Minn. 
Chicago, III. Minneapolis, Minn. St. Louis, Mo. 
and 
Points in the Same Rate Territories 
COMPANY’S OFFICES 


NEW YORK CITY, 15 Moore St. eee Tel. Bowli 


BUFFALO, N. Y., 522 Ellicott ware « «see e Tal. Goneen uate 


MINNEAPOLIS, 20 Builders’ mgOsesese e Tel. Atlantic 0596 


BOM lh) RecuLan 
RAV | FREIGHT 


SERVICE 
BETWEEN 


NEW YORK AND PHILADELPHIA 


and 
MARSEILLES, SPAIN 


GENOA, NORTH AFRICA 


Through Bills of Lading for all ports of Spain, Morocco, 
Algeria, Tunisia, Cette, Nice and Near East 


SOCIETE LES AFFRETEURS REUNIS 


THREE STAR LINE. Inc. 


M. E. Kienappel, 112 W. Adams St. 
Wesenberg & Co., 305 Waluat SL PE TEPP PE Ta RAM Cece 








PHILADELPHIA AGENT: 
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importance of the Panama Canal coastwise lines in transcon- 
tinental taffic. 


Westbound Class Rates 


The transcontinental tariffs generally quote rates separately 
to “California” points and to “North Pacific” coast points. They 
also distinguish between the fates to the coast terminals and 
those to intermediate points. California intermediate territory 
includes all points west of Deming, N. M., and Utah common 
points referred to in Lesson No. 23. The North Pacific inter- 
mediate territory includes various sub-districts known as interior 
coast, Columbia River, Spokane and British Columbia territories. 
Its western boundary is the Montana common-point territory 
referred to in Lesson No. 23. The coast terminals include 
various points located on or near the Pacific seaboard, spe- 
cifically named in the transcontinental tariffs. 

The transcontinental class rates to California terminals are 
graded in accordance with lettered rate groups or zones, the 
general locations of groups A to F being indicated in the ac- 
companying map. Groups G, H and J include the western and 
southwestern regions as far west as Denver. Instead of being 
blanketed, a certain amount of importance is attached to rela- 
tive distances. The rates via the all-rail lines are shown in 
the following table: 


TABLE I—CLASS RATES TO CALIFORNIA TERMINALS 
(Rates in Cents Per 100 Pounds (Governed by Western Classification). 
To points taking terminal rates (via 

all-rail routes) from points tak- 
ing Classes 1 2 3 4 5 


.. OB er eee 555 480 398 338 285 
I I a araiciag: dak panes ean muomuia a 540 465 390 330 277 
CO Ce FOS s be he cbs Sect cice ce vets 525 455 378 3221%6 270 
oS SR Se ae ee ee 510 443 367% 311 63 
0 Ee ee eer 495 428 357 300 252 
oo ae ee Ree ee 450 390 330 275 240 
ee ee 420 363 308 255 225 
.. err ea rre 420 363 308 255 225 
GGG FS TR. . cc cv cccccccccctccses 366 317 267% 225 197 


To points taking terminal rates (via 
all-rail routes) from points tak- 


ing Classes _A B Cc D E 
MP OF WU, oe Secs cictetecececches 288 228 180 173 158 
Ree ee err rr 281 222 176 168 150 
Se GN goo bs be cesiecnes wake 273 218 173 165 147 
OP MSs 6c-cccnvebep cle needaas 266 210 165 158 135 
Cy ER 8 v6 Foe k ween nese eke 258 203 158 153 128 
OS? 2 aaa ee 240 185 142% 140 117 
CE OMS cc ic ncae de bebe eke duet 225 173 135 131 117 
Rg errr rer rrr 225 173 135 131 117 
SD ae IN Gio oe So Ceci ee BoA ec 197 151 117 112% 95 


A different set of rates applies on shipments carried to 
the north Pacific ports by rail and thence transshipped to des- 
tination by coastwise vessels, those from origin groups G and 
H being on a somewhat higher level tham@ the corresponding 
rates via all-rail routes. 

Various westbound class rates apply to California interme- 
diate territory. Those to main line stations in California are 
generally the same as the terminal rates; those to branch line 
stations take certain arbitraries, or the local rate, in addition 
to the main line junction rates; those to Reno, Nev., and various 
points to the east thereof are somewhat lower. than the west- 
bound class rates to the terminals; those to Winnemucca and 
points to the east as far as the Nevada-Utah line are on a some- 
what lower level than the class rates to Reno; those to Phoenix, 
Ariz., and points as far east as the Arizona-New Mexico state 
line are the same as the rates to Reno, Nev., while those to 
points west of Phoenix are gradually increased until the Cali- 
fornia terminal rates are reached. 

The westbound class rates to the north Pacific coast ter- 
minals, with the exception of those in shipments from groups 
G and H, are the same as the westbound class rates to Cali- 
fornia terminals via the all-rail routes. The westbound clasg 
rates from group G are the same as those from group F; those 
from group H are the same as the westbound class rates from 
group D. The difference is due largely to the greater distance 
from these groups to the north Pacific coast terminals than to 
the California terminals. 

_ Westbound class rates to north Pacific intermediate ter- 
ritory are quoted in terms of the limited number of sub-terri- 
tories named above. Interior coast and Columbia River points 
receive the same westbound class rates as the north coast ter- 
minals. Those to Spokane, Wash., and affiliated territory are 
on a lower basis than the terminal rates, and those to various 
points located between Spokane territory, on the one side, and 
interior coast and Columbia River territories, on the other, are 
lower than the terminal rates and higher than the Spokane 
rates, the Spokane rates being gradually increased until the 
terminal rates, which serve as a maximum, are reached. West- 
bound class rates from western rate groups, other than F, G 
and J, to points in British Columbia reached by vessels oper- 
ating on Puget Sound, are ascertained by adding certain arbi- 
traries to the terminal rates. Those from groups F, G and J 
are the same as the westbound terminal rates. 


Eastbound Class Rates 


The eastbound class rates on shipments from Pacific coast 
terminals to the central west and east are the same as the 
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westbound rates to the terminals. They are quoted in terms 
of the usual lettered rate groups, subject to slight modifica- 
tions. The eastbound class rates from many intermediate points 
likewise are at present the same as the westbound rates, but 
in some instances there are slight differences. The eastbound 
rates from Reno and Winnemucca, Nev., for example, are on a 
oe higher basis than the westbound class rates to these 
points. 
Westbound Commodity Rates 


The commodity rates on westbound shipments are of very 
much greater importance than the transcontinental class rates, 
because they have been extended to a larger proportion of 
transcontinental traffic. Particularly important are the carload 
rates, for the spread between the carload and less-than-carload 
rates is usually wide in transcontinental business, and a large 
proportion of the entire traffic moves in carload lots. 

Until the Interstate Commerce Commission’s decision of 
June 30, 1917, became effective, westbound commodities were 
divided into three groups or schedules known, respectively, as 
A, B and C. Schedule A included commodities on which the 
railroads did not encounter competition on the part of the coast- 
wise steamship lines, but on which they reduced the rates to 
a low level with a view to enable central western shippers to 
compete with the producers located in the east. Schedule B 
included a large group of commodities which the railroads han- 
dled in competition with the coastwise lines, and schedule C 
included those articles the rates on which were normally most 
subject to coastwise water competition. 


Westbound Commodity Rates to California Terminals and Inter. 
mediate Points 


The list of California terminals in the case of schedule C 
commodities was limited to a small number of points located 
directly on the seaboard and served by coastwise carriers, i. e., 
San Diego, Wilmington, East Wilmington, San Pedro, East San 
Pedro, San Francisco and Oakland. The terminal rates on 
schedule B commodities were extended to a somewhat larger 
number of California points, and those on schedule A commodi- 
ties, as in the case of westbound class rates, were applied still 
more widely. The westbound terminal rates on schedule A 
commodities were generally blanketed to all destinations with 
the exception of points in the so-called Tonopah-Goldfield dis- 
trict of Nevada. About two-thirds of them were not applied 
from points east of Chicago, either because there was no actual 
movement from points farther east or because they would not 
be profitable to the carriers if extended to such eastern points 
of origin. The rates on many schedule B and C commodities 
were normally controlled largely by water competition. Those 
on commodities in schedule C were especially low because these 
articles are well adapted to shipments via the Panama Canal. 
They applied only to a limited number of California points, and 
they were frequently blanketed over all middle western and 
eastern points of origin. It is only in a limited number of 
instances that the westbound rates on schedules B and C com- 
modities were quoted in terms of the various zones or groups 
indicated in the accompanying maps. 

Westbound commodity rates on articles in schedule B to 
intermediate points were, until the recent decision of the Inter- 
state Commerce Commission, governed by definite rules pre- 
scribed by the Commission. Points of origin of westbound ship- 
ments were divided into five zones, the boundaries of which 
were minutely defined in the tariffs of the Transcontinental 
Freight Bureau. The rates on shipments from Zone 1 to inter- 
mediate points could not exceed the terminal rates; those from 
Zone 2 could not exceed the terminal rates by more than 7 
per cent, and the corresponding percentages governing the rela- 
tionship between the terminal and intermediate rates on ship- 
ments from zones 3 and 4 were 15 and 25 per cent, respectively. 
No percentage of this kind was prescribed for Zone 5, because 
the territories of the Southeastern Traffic Association and the 
Virginia and the Carolinas were not included in the Commis- 
sion’s orders. The westbound through rates from these sections 
of the south apply only to the Pacific terminals. Many of them 
are constructed as cOmbinations of the Missouri River cross- 
ings; others are the same as the through rates from northern 
points of origin; or the westbound rates from the northern 
points serve as maximum. There is no definite arrangement 
as to the relationship between the terminal and intermediate 
rates on shipments from Zone 5. 

Schedule C rates were similarly governed by these percent- 
ages before the opening of the Panama Canal, but later a special 
relationship between terminal and intermediate rates on sched- 
ule C commodities was authorized. Meanwhile, however, the 
entire transcontinental commodity rate structure was under con- 
sideration and the Commission, on June 30, 1917, decided that 
after October 15, 1917, the former relationship between terminal 
rates and intermediate rates should cease and that thereafter, 
until further order, the former may not be lower than the latter. 
As the general enforcement of the long-and-short-haul clause 
by the Commission was due to the complete cessation of coast- 
wise trade via the Panama Canal occasioned by the war, dif: 
ferent relationships may perhaps in case of some commodities 
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CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Tayler Street 


Teaming of Every ein | Canvey Serviee and Cartoad 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 





SEATTLE 


Three Warehouses 
, 100 000 Square Feet of Floor Space 


Complete storage and distribu- 


The Logical Distributing Point 
? for the Southwest 


General Merchandise, Furniture and Household Goods, 
Storage and Forwarding. 







; ; tion facilities. Low insurance 
> Light and Heavy Hauling. City Deliveries, Etc. rates. Buildings served by 
3 Motor Equipment. all rail lines. Within one mile 
P Pool Car Distributing and Forwarding. Ta radius of local freight sheds 
4 Free Switching on Carload Lots. . ee | & and wholesale district. 

Caddo Transfer and Warehouse Company,Inc. | 2 pot sro @ HOM MAIN co 

. 615 Market er Tae a Louisiana L $ Fists Ge Satished” Bes we . W ee 2 

J e le oO 








PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 



























ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


General Transfer and Storage Business 
Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, = x 2 > 4 Ry. = = 4 ’ m4 Lay. 
Storage Accounts and handling of Car- C. & I. W. Ry. G. T. Ry. 
loads for Distribution. c & nN. ed x 4 3 RR. . 

NO SWITCHING CHARGE ON CARLOAD SHIPMENTS ML St. P. & S. Ste M. Ry. (Soo Line) 


CHICAGO OFFICE: 123 West Madison Street 

Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line of the 
ILLINOIS NORTHERN RAILWAY for manufacturing 
and other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of L. C. . 
L. freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, G. F. A., 606 So. 
Michigan Ave., Chicago, Illinois. 


Break-Bulkat Cincinnati 


USE US TO: 


FORWARD BREAK-BULK SHIPMENTS 
MAKE LOCAL DISTRIBUTION 
COLLECT DRAFTS 

HANDLE POOL CARS 

ADVANCE ON WAREHOUSE RECEIPTS 












We’re up on our toes for service. 


THE BRIGHTON TRANSFER CO. 
FIREPROOF STORAGE 
CINCINNATTI, O. 


ATLANTA, GEORGIA, |: sete eet secant Diet 


tion problems at ATLANTA? If so, 





Security Warehouse Company we have the facilities and experience 
100,000 Square Feet Floor Space ‘‘Bankers of Merehandise”’ to be of real service to you. 
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be authorized now that the Canal is again being used by coast- 
wise steamships. 


Westbound Commodity Rates to North Pacific Coast Terminals 


and Intermediate Points 


The commodity rates to the north Pacific coast terminals 
are much the same as those applying to California terminals. 
Before the enforcement of the 1917 decision of the Interstate 
Commerce Commission those on schedule C commodities, how- 
ever, applied only to Astoria and Portland, Ore.; and Belling- 
ham, South Bellingham, Everett, Aberdeen, Hoquiam, Cosmo- 
polis, Tacoma and Seattle, Wash. Those on commodities in 
schedule B applied to a somewhat larger group of points. They 
were likewise, with certain exceptions, blanketed throughout: all 
central western and eastern points of origin. 

Westbound commodity rates to north Pacific intermediate 
territory were generally the same to all intermediate groups. 
The rates on schedule A commodities were generally the same 
to all intermediate points as the rates to north Pacific coast 
terminals. Those on commodities in schedules B and C shipped 
to the interior coast group before the enforcement of the Com- 
mission’s recent decision were 5 cents per 100 pounds on car- 
load and 10 cents per 100 pounds on less-than-carload shipments 
above the terminal rates. Schedule B rates to the Columbia 
River group and Spokane territory were adjusted in accordance 
with the zone percentages mentioned in connection with the 
rates to California points excepting that the boundaries of the 
various zones were slightly different. Schedule C rates were 
the same to the Columbia River and Spokane groups, which, 
for the purpose of quoting these rates, are termed the “maxi- 
mum rate group.” The special relief from the long-and-short- 
haul clause extended to schedule C commodities was the same 
as was stated in connection with California rates. As in the 
case of westbound commodity rates to California, however, the 
Commission ruled that after October 15, 1917, the commodity 
rates to north Pacific intermediate points may not exceed those 
to the north Pacific coast terminals. 


In California as well as along the north Pacific coast lies 
a certain district known as “back-haul territory,” the rates to 
which were constructed by adding the local rate to the terminal 
rate on westbound shipments. In other words, the shipper had 
the option of a choice between such through rates as were 
established and these combination rates which, in some _ in- 
stances, were lower. In 1915 the Interstate Commerce Com- 
mission decided that the rates on class C commodities shipped 
to back-haul territory might be constructed by adding arbi- 
traries to the terminal rates not exceeding 75 per cent of the 
local rates from the terminal to destination. The special relief 
afforded, however, was but temporary, for it was rescinded by 
the Commission on June 5, 1916. Later, in 1917, back-haul ter; 
ritory was eliminated, so far as rate computing is concerned, 
for the long-and-short-haul clause was applied by the Commission. 

In the same order of April 30, 1915, the Commission ex- 
cluded various interior points from the list of coast terminals. 
Sacramento, Stockton, San Jose and Santa Clara promptly ap- 
pealed to the courts. They obtained a favorable decision from 
the District Court, but the Commission’s order was upheld by 
the United States Supreme Court (U. S., Interstate Commerce 
Commission, Atchison, Topeka & Santa Fe et al. vs. Merchants’ 
and Manufacturers’ Traffic Assn. of Sacramento et al., Dec. 4, 
1916. See Traffic World, Dec. 16, 1916, pp. 1255-57). 


Eastbound Commodity Rates 


The eastbound rates on commodities shipped from the Pa- 
cific coast to the central west and the east are generally 
blanketed to all destinations, although, as in the case of west- 
bound commodity rates, there are exceptions to this general 
practice. Most of the eastbound rates, moreover, apply from 
the same points or group of points that serve as destinations 
for westbound shipments. A different grouping of shipping 
points has, however, been worked out for certain commodities, 
such as lumber. 

The relationship between the Panama Canal and transcon- 
tinental railroad rates, and the transcontinental rate orders of 
the Interstate Commerce Commission during the past few years 
will be discussed in Lesson No. 26. 


The following statement contained in Traffic Lesson No. 22, pub- 
lished October 28, ‘“‘The short line distance (between Missouri and 
Mississippi River crossings) is that between Hannibal, Mo., and St. 
Joseph, Mo., via the Wabash R. R. For this distance of 195 miles, 
etc.’ should be corrected to read as follows: ‘‘The short line distance 
which controls the rate structure between Missouri and Mississippi 
River is approximately 200 miles; that between Hannibal, Mo., and 
St. Joseph, Mo., being 196 miles, and that between Hannibal, Mo., and 
Kansas City, Mo., being 199 miles.”’ 


PROPOSED MISSISSIPPI LINE 


The Mississippi Export Railroad Company has applied to 
the Commission for authority to own and operate 42 miles of 
railroad from Pascagoula to Evanston, Miss., formerly operated 
by the Alabama & Mississippi Railroad Company. Three saw- 
mills are dependent on the railroad for transportation, the ap- 
plicant said. 
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S. P.-C. P. CONTROL CASE 


The Trafic World Washington Bureau 


Veteran California traffic men, usually fighting each other 
on freight rate adjustments on account of diversities of local 
interest, presented a united front December 1, in the hearing on 
the application of the Southern Pacific for permission to con- 
tinue in control of the Central Pacific. Dallas H. Gray, of Han- 
ford, Cal., vice chairman of the Shippers’ Committee against 
Dismemberment of the Southern Pacific-Central Pacific System, 
was the first witness in behalf of the proposition that it would 
be injurious to the interests of California shippers to separate 
the two roads, even if they were continued in joint operation. 

Following him came Seth Mann speaking for the San Fran- 
cisco Chamber of Commerce; George J. Bradley, secretary and 
head of the traffic bureau of Sacramento Merchants’ and Manvu- 
facturers’ Association, speaking also for the chamber of commerce 
of that city and other organizations such as the California Fruit 
Growers’ Exchange and the Pacific Fruit Exchange; F. P. Greg- 
son, traffic manager for the Los Angeles Jobbers’ Association; 
Frank M. Hill, of Fresno, head of the Fresno Traffic Association; 
W. J. Wall, head of the traffic bureau of the San Jose Chamber 
of Commerce; and H. E. Hollingsworth, traffic bureau of the 
Oakland Chamber of Commerce. 

As men who have had much to do with the actual handling 
of goods, the making of rates and the procurement of service, 
they expressed their opinion that the Commission should con- 
tinue the union of the Southern Pacific and the Central Pacific, 
as a competitor of the Santa Fe and such of the Hill lines that 
are factors in the movement of traffic to and from California. 
Joint operation, suggested by H. A. Scandrett, on cross examina- 
tion, did not appeal to them as something that would be an ideal 
for the handling of the fruits and vegetables that constitute a 
large part of the traffic of California. 

“What good would joint operation accomplish that is not 
now afforded by the single management?” asked Mr. Hill, who was 
testifying particularly about conditions in the San Joaquin 
valley. 

“That is not an answer to what I asked,” said Mr. Scand- 
rett. “I asked whether as good service would not be rendered, 
under joint operation, if the two companies were careful to co- 
ordinate their train operations, as is afforded now.” 


“T cannot imagine two companies, dividing the revenue, so 
that neither would get much, affording as good service as one 
company that would obtain the whole revenue,” persisted Mr. 
Hill. He finally admitted that if the two companies took care 
to coordinate the operation of their trains so as to assure cars 
coming from various points getting into one through, manifest, 
train, the service would be as good as that furnished by one. He 
insisted, however, in wondering how two companies could do 
that kind of work as well. as one. 


Train service brotherhood officials were brought into the 
case created by the application of the Southern Pacific for per- 
mission to retain control of the Central Pacific at’ the end of 
the second week of testimony on that subject. Warren S. Stone, 
grand chief of the Brotherhood of Locomotive Engineers, and 
system chairman of the various brotherhoods were brought in 
to testify as to what an unmerger of the two railroads would 
do. to their seniority rights. BE. E. Clark, former chairman of 
the Commission and former head of the Order of Railway Con- 
ductors, subjected some of his former colleagues to cross-examina- 
tion to bring out the fact that railroad companies frequently 
move their division headquarters and frequently one road or 
part of a road is merged with another and that such moves eause 
inconvenience, friction about seniority rights and property losses, 
when trainmen who have bought homes in one city find it neces- 
sary to move to another. 


L. L. Sanford, Southern Pacific system chairman of the 
Brotherhood of Locomotive Engineers, said separation of the two 
roads would “crucify” him and other old engineers. His own 
division would be reduced, he said, to twenty-six miles, the runs 
on which would be open to a scramble by 184 engineers. He said 
in his own case he would have so low a seniority standing that 
he could not even starve on the extra list of engineers but would 
have to go back to firing. He said the Southern Pacific gave its 
employes annual passes based on seniority which were highly 
prized by the men entitled to them by reason of having been 
more than — years in the service with good records. Testimony 
of a similar character was given by representatives of other 
organizations. 

The testimony of the grand chief of the engineers was of a 
more general character, tending merely to show that such a big 
change would have bad effect on the employes as well as com- 
munities and all other interests. 

After the labor leaders had had their say, E. H. Hogueland, 
as attorney for Kansas cities such as Topeka and Atchison, put 
on the stand J. W. Holloway of Salina, and then later himself 
took the stand in favor of allowing the mandate of the Supreme 
Court to be carried out so the Central Pacific will be released 
from a carrier interested, as they contended, in routing traffic 
via El Paso instead of the Union Pacific. 

Frank Francis, mayor of Ogden, Utah, said the upbuilding of 
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One to six days sa me in deliveries 


fo Southwestern ferritory 


ADAMS TRANSFER& STORAGE @ 


228-36 WEST FOURTH STREET 


MERCHANDISE STORAGE & FORWARDING 











Firm Financial 
Foundation 


In selecting your freight forwarder it is 
particularly necessary for you to demand the 
strongest financial standing in your choice. 
Can you afford to entrust your goods to any 
but the most reliable? 


The House of Andrews, established in 
1884, enjoysa financial prestige second to none. 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York 


Boston Office 
92 State Street 


Philadelphia Office 
788 Drexel Building 
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New York-Baltimore-San Francisco 


VIA PANAMA CANAL 


PASSENGER AND FREIGHT SERVICE 
Calling at Manzanillo, San Jose de Guatemala, La Libertad, Corinto, Canal Zone, 
Havana, Baltimore, Norfolk, New York, and Philadelphia 
WESTBOUND SAILINGS _ EASTBOUND SAILINGS 
Balti- _Phila- San 
New York more delphia Norfolk Francisco Phe 
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COLOMBIA Dee: 38 Dee. 8d 0:2. 22000 VENEZUELA... er Dec. 18 
SANTA PAULA, Jan. 9 = % Dec. 28 Jan. 4 SANTA MALTA, Jan. Jan. 8 
VENEZUELA... Jan.20 Jan. 13 


Sdbecy? ‘wbweee ECUADOR..... Jan $ Jan. 10 
COLOMBIA... Jan.31 Feb. 2 


Thereafter every 10 days Thereafter every 10 days 


OFFICES: 
LS ees Hoge Building Norfolk....... Southgate Fwd. & Stg. 
Baltimore...Continental Building Cleveland........ 613 Engineers Bldg. 
PPICERIEIE 6 oo.ccse 505: Century Bldg. 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CUBA sails from San Francisco Dec. 16th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


10 Hanover tone ag New York 508 California St., San Francisco 
3 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


Passenger and Freight Sailings by New and Luxurious U. S. 
Shipping Board Liners, 


S.S. President Cleveland . . . . sails Dec. 23 
S.S. President Pierce . . . . . Sails Dec. 28 
S.S. President Wilson . . . .— Sails Jan. 11 
S.S. President Taft . . . . . Sails Jan. 25 


and every 14 days thereafter 
Through bills of lading issued to and from points beyond ports of caly 
For rates and other information apply to any railroad or tourist agency, or to 


eon wer PACIFIC MAIL STEAMSHIP CO. 


508 California St., San Francisco 10 Hanover Square, New York 
503 So. * Spring St., Alexandria Hotel, Los Angeles 


Managing Agents: U.S. SHIPPING BOARD 


ROUTE YOUR CARGO VIA 


Mobile=Gulfport:Pensacola 
SHORT LINE EXPORT OUTLET 


From Mississippi Valley and Ohio Valley Points 


Liner Service: Liverpool, Manchester, Glasgow, 
Belfast, Dublin and Bristol Channel Ports 
Hamburg and Bremen 


We Solicit General Cargo 


LIVERPOOL AND GREENOCK 
S.S. ANTINOUS Sailing from Mobile Dec. 15th 


LIVERPOOL AND MANCHESTER 
S.S. AFOUNDRIA Sailing from Mobile Dec. 31st 


LONDON AND PLYMOUTH 
Sailing from Mobile Dec. 15th 


HAMBURG AND BREMEN 
S.S. BRADDOCK Sailing from Mobile Dec. 10th 
S.S. WEST HARDAWAY Sailing from Mobile Dec. 31st 


GENOA AND NAPLES 


Late December/Early January 


BARCELONA AND VALENCIA 
Late December/Early January 


8.S. WILDWOOD 


A-1 STEAMER 


A-1 STEAMER 


Waterman Steamship Corporation 
“Operating United States Government Ships” 
MOBILE, ALABAMA 
Our Service Backed by 18 Years’ Experience 
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California through the efforts of the Southern Pacific had been 
at the expense of Ogden and the inter-mountain country, in- 
cluding Nevada, in which state he was born. He favored an in- 
dependent Central Pacific as tending to the upbuilding of Ogden. 

R. E. Bristol, also of Ogden, a cement man and road builder, 
said the present combination discriminated against the Union 
Pacific and Ogden. 

James Brennan, manager of the Ogden Packing and Provi- 
sion Company, said the finding of the Supreme Court that the 
Central Pacific and Southern Pacific were competing lines satis- 
fied him that they should be separated. His experience, he said, 
had been in managing the affairs of a company that has a freight 
bill running from $400,000 to $500,000 a year. 

H. A. Corey, member of the Oregon public service commis- 
sion, testified at the hearing December 4, without taking a defi- 
nite stand for or against the Southern Pacific’s application. He 
said the sole interest of the Oregon commission in the matter 
was to see that there was no disposition of the case that would 
retard the railroad development of Oregon. 

Oregon, he said, desires the construction of what is known 
as the Natron cutoff from, Kirk to Oakridge, giving the Central 
Pacific a line from Klamath Falls to Eugene. The state also 
wishes two other lines constructed, he said, one from Bend to 
Odell and the other from Crane to Odell. The latter point would 
be on the proposed cutoff. 

F. C. Richmond of Salt Lake City appeared as a witness 
against the Southern Pacific application. 

Although no general foundation for the opposition to the 
Southern Pacific’s application for permission to retain control 
of the Central Pacific had been laid, all the testimony at the 
afternoon session of December 4 was against the continuance 
of the present arrangement. Two witnesses from Salt Lake 
City deplored the position taken by young men in Utah and one 
expressed the fear that the governor of the state had hurt him- 
self politically by sending H. W. Prickett to the hearing to 
testify for a continuance of the union of the two railroads. 

In retaliation, apparently, for, veiled suggestions that the 
Southern Pacific had hired men it really did not need just so 
as to get them to work for a continuance of the merger, the 
Southern Pacific, on cross-examination of E. O. Howard, brought 
out that he had paid for advertisements signed by business men, 
with Oregon Short Line money. S. L. Richards, another Salt 
Lake City man, said he felt sorry that the question had got 
to the point of propaganda in which the Utah organizations had 
merely reacted to the representations of the two powerful rail- 
roads. He feared there would be political reaction against the 
governor on account of what. he had done. He said he was 
expressing merely his opinions and not the views of any of the 
organizations of which he was a member. His opinion was 
that an independent Central Pacific would be better for Salt 
Lake City than a Central Pacific dominated by the Southern 
Pacific. 

E. F. Treadwell, attorney for the California Producers’ and 
Shippers’ Association, put forward Charles Teague of Fresno 
and Victor R. Larson and Mr. Garrison of Lodi, Cal., in oppo- 
sition to the continuance of the merger. They said their part 
of California needed another railroad to afford competition and 
presented statistics to show, as they claimed, that other parts 
of the state received more cars in 1922 for carrying their fruits 
than they had, because those parts of the state had competing 
railroads, while Lodi had only the Southern Pacific. 

William Pollman, a banker and stock raiser from Baker, 
Ore., and J. H. Beckley, a stockman from eastern Oregon, favored 
the separation of the two railroads. 


Van Bernard of Sacramento, chairman of the executive com- 
mittee of the California Producers’ and Shippers’ Association, 
was the principal witness at the morning session of December 5. 
He said he spoke for the farming element in that part of the 
state and his opinion was that there was need of competition 
in that part of California. He said that because of insufficient 
car supply, fruits had rotted this year in California. In some 
instances grapes were loaded into coal cars and shipped to 
wine presses as a last resort to salvage a part of the crop. He 
favored carrying out the mandate of separation. 

Questions about the organization, standing and activities of 
the association were raised by Fred H. Wood in the cross-exam- 
ination of Mr. Bernard, seemingly in support of Wood’s declara- 
tion at the opening of the hearing, that the name of the asso- 
ciation was an alias of the Union Pacific and the assertion of 
Seth Mann of the San Francisco Chamber of Commerce that 
= did not regard the association as an organization in good 
aith. 

“I don’t mind telling you,” said Mr. Bernard, at the end of 
his cross-examination by Mr. Woods, “that the Union Pacific, so 
far as I know, is paying the bills.” 

“Are they paying your salary?” asked Wood. 

“I am getting wages out of it,” said the witness. 

Prior to that time Mr. Bernard had disclaimed knowledge 
of the publicity that had been issued, first in the name of “Pro- 
ducers and Shippers of the Pacific Coast,” and later in the 
name of the “Washington Headquarters of California Producers’ 
and Shippers’ Association,” copies of which Mr. Wood placed 
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in the record, both sets coming from the same office in Wash- 
ington. They included what purported to be an interview with 
Secretary McGinty. The effect of the supposed McGinty declara- 
tion was that the decision of the Supreme Court in the Southern 
Pacific-Central Pacific dissolution case would have a direct bear- 
ing on the consolidation of railroads on the Pacific coast. The 
statement purported to quote the secretary as saying the deci- 
sion would have to be considered by the Commission in thie hear- 
ings upon the part of the plan involving western roads and that 
the Commission must preserve competition. 

The witness denied any knowledge of any publicity by the 
association before the daily reports by the association of the 
proceedings in this case. He said he had not authorized any 
of the publicity, did not know who had authorized it, that the 
Washington headquarters of the association were merely the 
offices of a publicity bureau, that the association was not paying 
for it to his knowledge, that he had been in its office only once, 
when he had visited it with a letter of introduction from a 
publicity man in Sacramento. 

He said the Sacramento publicity man who gave him the 
letter of introduction was paid by the Union Pacific. He said 
that when he left California the association had received 3,700 
names as members, attached to self-addressed post cards. Since 
coming to Washington he said he had been advised the number 
at received have given the association a-membership of 

After the California Producers’ and Shippers’ Association’s 
head had been subjected to cross-examination by Mr. Wood, 
other witnesses for that association escaped without being sub- 
jected to that process. The association’s other witnesses were 
Harry S. Maddox, Sacramento; John A. Livingston, Auburn; 
H. H. Dunning, Marysville; and Frank S. West, Hamilton City. 
O. T. Helpling, representing various shipping organizations and 
interests in Los Angeles and that territory, like the witnesses 
for the association, opposed the continuance of the union be- 
tween the railroads. 

Arthur M. Geary, of Portland, Ore., also opposed the con- 
tinuance of the merger, basing his opposition largely upon the 
poor quality of service he said the Southern Pacific rendered 
in Oregon, the fact, as he said, that it settled its claims for 
loss and damage with reluctance, if at all, short of suit, and 
belief that competition would be introduced into the situation 
through a separation of the Southern Pacific and the Central 
Pacific. He said Oregon needed railroads and that nothing 
should be done that would tend to delay their construction. 

Three well known men appeared as witnesses in the case on 
December 6, to urge the Commission to deny the application of 
the Southern Pacific. They were W. D. Biddle, formerly presi- 
dent of the St. Louis-San Francisco, and having other railroad 
experience, William Spry, former governor of Utah, now com- 
missioner of the General Land Office, and J. P. Haynes, traffic 
commissioner of the Chicago Association of Commerce, also ap- 
pearing for the St. Louis Chamber of Commerce and the Chi- 
cago Shippers’ Conference Association. 

“My own experience in the development of railroads,” said 
Mr. Biddle, speaking for canning interests in Oregon, “is that 
it is almost impossible to obtain the location of industries at 
points where there are not two or more railroads, introducing 
the element of competition. The territory in southern Oregon 
is susceptible to wonderful development. The physical char- 
acter of the country, however, is such there must be joint use 
of facilities under competitive conditions, with some new con- 
struction. Public interest, I believe, will be best served by 
denying the application of the Southern Pacific. 


“The great development of southern California came with 
the advent of the Santa Fe. At that time Los Angeles was a 
place of 17,000 inhabitants. The development of Kansas, Okla 
homa and Texas started with the competition between the Santa 
Fe and Rock Island systems.” 


Mr. Spry was unreservedly in favor of the separation. He 
proceeded upon the assumption that such separation would be 
followed by the acquisition of the Central Pacific by the Union 
Pacific. Utah, he said, had a warm spot in its heart for the 
Union Pacific because it is a Utah corporation and stockholders 
of that corporation have paid into the treasury of that state 
$2,000,000 in inheritance taxes. If the heirs failed to pay, he 
said, the tax became a liability of the corporation and the re- 
lations between the state and the corporation, he said, had 
always been pleasant. He pointed to the large development work 
be said the Union Pacific was carrying on in Utah at this time 
as evidence of what might be expected if it obtained control of 
the Central Pacific. 


Appearance of Mr. Haynes on the stand in opposition to the 
application of the Southern Pacific, on the theory that the South- 
ern Pacific’s interest in the Central Pacific militated against thé 
interest of Chicago shippers, afforded Mr. Wood an opportunity 
for a savage cross examination with a view to showing the wit- 
ness knew little about the position heretofore taken by the Chi- 
eago Association of Commerce, that he was overlooking what 
the Southern Pacific had done for Chicago shippers when it 
fought for the schedule C fourth section relief, and that what 
he knew about the matter was based upon what he conceived 
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WILLIAMS LINE 
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Portland, Seattle and Tacoma 
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New York, Baltimore 
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Thru bills of lading issued to other Pacific 
Coast, Hawaiian and Far East Ports 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York Telephone Bowling Green 739 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
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NORTH ATLANTIC AND WESTERN S.S. CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 
NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 
PHILADELPHIA: 136 So.4thSt. PITTSBURGH: 601 Bessemer Bldg. 
PORTLAND: 36 Exchange St. CHICAGO: 112 W. Adams St. 


or ADMIRAL LINE Pacific Coast Ports 
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NEW ORLEANS 
MOBILE 
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Portland, Tacoma, Seattle and other Pacific 


Coast Ports via Panama Canal 


SAILINGS FROM 
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THE STEELE STEAMSHIP LINE, Incorporated 
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424 Whitney Central Building, New Orleans, La. 
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Galveston, Texas 430 Sansome St. New York City 
San Francisco; Cal:* 
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DIRECT SERVICE 
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Boston ad Savannah 
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Southern Railway Savannah & Atlanta Ry. 


Freight is loaded direct from ship to cars at Savannah to break 
bulk at destination. Time and handling reduced to a minimum 
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to be the position of the Southern Pacific in what is known as 
the New York Piers case, now pending. The lawyer more than 
once made the stenographic reporter repeat the questions he had 
asked to call on Mr. Haynes to answer the question or to say 
he did not know. 

“The interests I represent,” said Mr. Haynes,” believe the 
Central Pacific should be dissociated from the Southern Pacific 
control and management. The Central Pacific constitutes an 
integral part of the short and direct route from the great manu- 
facturing area of which Chicago and St. Louis ure central, to 
central and southern California. We believe this great manufac- 
turing district is entitled to and has the right to expect that its 
shortest transcontinental route to San Francisco and northern 
California should be controlled and managed by those who are 
interested in increasing the tonnage, developing new traffic and 
maintaining rate adjustments necessary to produce that result, 
rather than by an organization whose primary interests are in 
the development of traffic from the Atlantic seaboard in prefer- 
ence to movement from the central west. It does not require 
much imagination to reach the conclusion that the Southern 
Pacific, with 100 per cent of revenue, would much prefer that 
any commodity to central and northern California should move 
from the Atlantic seaboard rather than from Chicago and related 
territory.” 

Mr. Haynes distributed enlarged copies of the map used by 
the Southern Pacific in its advertisement in the Traffic World, 
showing off-line agencies and gateways, to show the interest he 
held it had in traffic from the Atlantic seaboard. 

“It does not stand to reason that it would be humanly pos- 
sible for any management,” concluded Mr. Haynes, “with 
a property such as this map portrays, to work sincerely in the 
upbuilding of traffic from Chicago and related territory, if it 
were possible to divert that movement to eastern producers, and 
it is for this reason mainly that the interests which I represent 
are so vitally concerned in seeing the control of traffic via the 
Ogden gateway placed in the hands of those whose primary in- 
terest will be in maintaining and protecting that gateway, which 
is the natural, feasible and original transcontinental line, being 
actually 299 miles shorter than any other route between Chicago 
and San Francisco.” 

“If the Southern Pacific lost control of the Central Pacific, 
it would have no interest whatever in sending traffic via the 
Ogden gateway, would it?” is a question over which the attorney 
and witness fought for ten or fifteen minutes before Wood got 
an answer which he acted as if he liked. The witness, who 
appeared without counsel, insisted upon saying the interest of 
the Southern Pacific in the Ogden route was only secondary. 
Wood insisted upon an answer to his query whether the South- 
ern Pacific would not lose that interest, whether secondary or 
only “fourthly,” if the Southern Pacific lost control of the Cen- 
tral Pacific. They fought also over the quantity and quality of 
the Southern Pacific’s fight in behalf of the fourth section relief 
granted in what is known as the Schedule C case, in which Wood 
insisted his company fought for lower rates on that long list of 
commodities, from Chicago, than from Pittsburgh or New York. 


“Anything that would increase the monopoly of the Union 
Pacific, the Oregon Short Line and the Oregon-Washington Rail- 
road & Navigation companies would be a crime and an outrage,” 
said Senator Gooding of Idaho, appearing before the Commission 
in the Southern Pacific application case December 7. He said 
there was a spirit of unrest among the people and they had lost 
confidence in the government and the railroads. He ascribed 
many of the ills of Idaho to high freight rates and insufficient 
car supply. The high rates, he said, were not needed to give 
the Union Pacific and other members of the Harriman system an 
adequate return. They had been raised, he said, from the dig- 
nity of roads little more than cow paths to fine transcontinental 
systems with money taken from earnings. An unusual part of 
his testimony was his assertion that the investment of the Har- 
riman lines was greater than the issues of stocks and bonds. 
That he cited to show the system had built its lines with earn- 
ings and was not giving the people who had furnished the money 
the kind of service they needed. 

“Idaho, in all instances, seems to be regarded as at the end 
of the line, with the longest haul and the highest rate,” said the 
senator. In conclusion, he said the people of California, in their 
opposition to the Union Pacific, spoke the language of the people 
of Idaho and understood their needs. There was no cross-exam- 
ination of the senator. 


Before and after the senator came a procession of traffic 
men to prove that the Southern Pacific never preferentially so- 
licited for the Ogden gateway, as testified in behalf of the South- 
ern Pacific when its witnesses said that as to freight en one 
side of a line dividing the north from the south, the Southern 
Pacific solicited freight via Ogden and south of it via New 
Orleans or El Paso. As a rule, they expressed no views on 
the question of separation. The traffic men who appeared were 
J. A. Brough, Crane & Co., who came in answer to a sum- 
mons; J. J. Waite, in support of the position taken by Mr. 
Haynes; E. N.. Hodges, for the Hupp Motors Company; George 
A. Main, the Cadillac company; H. D. Pixley, Carson, Pirie & 
Scott; G. S. Thacker, Continental Can Company; C. S. Bather, 
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Rockford shippers; A. L. Hasselring, Buck Stove & Range Com- 
pany; B. W. Owen, Cupples Company, St. Louis; Howard E. 
Fairweather, Fort Wayne Traffic Bureau; G. R. Cook, Amazon 
Rubber Company, Akron; G. R. Montigny, Cleveland Tractor 
Company; J. J. Blommer, traffic secretary of the Milwaukee 
Association of Commerce; B. W. Tuttle, Parish-Bingham Com- 
pany, and A. F. Cleveland, assistant freight traffic manager for 
the Chicago & Northwestern. 

Mr. Bather spoke in favor of an independent Central Pacific, 
or, if consolidation was deemed necessary, a Central Pacific 
linked with a carrier interested in developing the Ogden gate. 
way, along the same general lines followed by Mr. Haynes. Mr. 
Fairweather expressed the thought that if the divorce took place 
the traffic via the El Paso and Ogden gateways would be better 
balanced. He said he did not know how much tonnage each now 
had. His main thought, however, was that if the Ogden gate. 
Way could be opened through to a line not interested in other 
gateways, it would constitute a line that would be interested 
in preventing the creation of a hill in rates in Central Freight 
Association territory such as he thinks will be created if the 
Southern Pacific is permitted to make rates from New York piers 
the same as from Chicago. 

Commissioner Meyer appeared greatly interested in the decla- 
ration of Mr. Brough that bath tubs destined to California moved 
from Wisconsin to Atlantic ports for shipment by water. Mr. 
Brough mentioned the fact so as to bring out that recently there 
had come into existence a rate that probably would induce Crane 
& Co. to ship all rail again. He admitted that the water routes 
had been taking an enormous tonnage at rates lower before the 
war. 


THE ALASKAN RAILROAD 


The Trafic World Washington Bureau 


With the completion of a 700-foot steel bridge over the 
Tanana River and the conversion of about 56 miles of line from 
narrow to broad gauge, the construction work on the Alaskan 
railroad, extending from Seward to Fairbanks, will have been 
completed, according to the annual report of the Secretary of 
the Interior. The road will have cost approximately $56,000,000 
when it has been completed. 

“This work is under way,” the report said, ‘and in the near 
future freight and passenger traffic can be carried from the 
Pacific coast to the interior terminal without transfer or delay. 
Already the revenues of the road are showing improvement, 
there having been an increase of approximately $100,000 in the 
revenues of 1922 over those of 1921, and a still greater increase 
is estimated for the year 1923. This is accomplished notwith- 
standing the freight rates to the interior are materially less 
than were the rates on similar freight to the same interior 
points via other routes. 


“To properly utilize the railroad, however, and to procure 
additional traffic, there must be secured the development of 
coal and other mineral areas tributary to the railroad, as well 
as utilization of the agricultural and grazing resources. Roads, 
trails and other means of transportation to and from the rail- 
road line are essential.” 


PETITIONS FOR REHEARING, ETC. 


The defendants in No. 13010, New York Dock Railway vs. B. 
& O. R. R. et al., have petitioned the Commission for a rehear- 
ing or reargument in this proceeding and for the suspension of 
the New York Dock Railway’s proportional tariff, and also for 
the suspension of the supplements filed by them naming the New 
York Dock Railway as a participating carrier. They state, in 
support therof, that if the Commission’s ruling in reference to 
the legality of the trunk line tariffs is adhered to, it will revo 
lutionize the practice of the trunk lines in extending their Jersey 
shore rates to various Brooklyn and other stations on the east 
side of the Hudson River, and other New York harbor points. 

The complainant in No. 12203 Dewey Portland Cement Co. 
vs. Director-General, has petitioned the Commission to grant a 
reargument therein, stating that the-Commission erred in its 
findings concerning the reasonableness of certain rates involved. 

The Director-General has asked for further hearing in No. 
12725, United States Steel Products Co. vs. Director-General, i0 
order to correct the record, that is “in order to supply formally 
what is already informally before the Commission.” 

Representing that it has an interest in the matters involved, 
the Western Union Telegraph Company has asked leave to 
intervene in Valuation Docket 305, In the matter of the tentative 
valuation of the New Orleans Great Northern. 

The complainant in No. 11940, Great Lakes Dredge & Dock 
Company vs. Director General, Ill. Cent R. R. et al., has peti 
tioned the Commission to grant a rehearing or reargument if 
that case on the question of overcharge caused through the 
illegal assessment by the U. S. Railroad Administration durilé 
federal control of an additional charge of 50 cents per ton for 
switching the shipments involved to Illinois Central pier track 
No. 1, at the foot of South Water street, Chicago, in addition to 
the rates for transportation from point of origin to Chicago. 
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Interstate Commerce Commission Hearings 


CASES OF SPECIAL INTEREST 


ae ~ — PORT DIFFERENTIALS BETWEEN NEW ENGLAND PORTS. Hearings held at Boston, Washington and Philadelphia beginning 
ctober 3d. ' 


> sen A “a IN THE MATTER OF CONSOLIDATION OF RAILROADS. Hearings held at Washington, Mobile, Jacksonville, Atlanta and 

olumbia, S. C. 

Docket No. 13494, SOUTHERN CLASS RATE INVESTIGATION. Hearings held at Atlanta, Asheville, New Orleans, Cincinnati and New York. 
We can furnish copy of any exhibit filed in this proceeding. SS gee SRT tgs — eninaaon = CRORE ART te pipes Tag a5 it Tl Maat | 

For copies of stenographer’s minutes in the above cases, as well as in all I. C. C. proceedings, address THE STATE LAW REPORTING COMPANY, 

Official Reporters Interstate Commerce Commission, 235 Broadway, New York City. 
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facilities for prompt out-of-town i WAREHOUSING COMPANY 
shipments without cartage Polk Street Terminal, Pennsylvania System 
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Statistics 


Some, because they do not know of 
their existence, others because they 
cannot afford it or do not care to carry 
book shelves containing the bound vol- 
umes, deprive themselves of desired in- 
formation, such as, for instance, Rail- 
road Earnings, Tonnage, Mileages, etc., 
volume of grain or other shipments 
from specified areas, extent of Imports 
and Exports of certain commodities and . 
tariffs applying on same, Revenue Sta- 
tistics of the Treasury Department, etc., 


ete A NATION-WIDE movement is carrying on a warfare against the 
scourge of Consumption. In saving over 100,000 lives last year, it 
we the nny rate from a ~ on baad ail 
Tatini ach year these organizations se reulosis ristmas Ss. 
Our Statistician can meet your wants ™ proceeds Some. Shane sales are ~ oer = the —_ iy <6 = 
: . s s and curing tuberculosis patients and to educational and other wor 
m this direction. to prevent the dread disease. 
Buy these Seals and urge your friends to buy and use them. To 
do this is both Charity and Patriotism. 
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“AT YOUR SERVICE” 


Stamp Out Tuberculosis 


SPECIAL SERVICE DEPARTMENT with Christmas Seals 


The Traffic Service Corporation 
Colorado Bldg. WASHINGTON, D. C. 


THE NATIONAL, STATE, AND LOCAL TUBERCULOSIS 
ASSOCIATIONS OF THE UNITED STATES 





MERCHANTS WAREHOUSE & DISTRIBUTING C° 


Distribution 36th and Iron Streets gy Chicago, Illinois Warehousing 


Complete warehousing serv- 
ice at your disposal. Modern, 
fireproof building—lowest in- 
surance rates. 

Ship to us in carload. We 
reship in L. C. L. Chicago 
Junction Railroad, connecting 
with all railroads entering Chi- 
cago, serves our warehouse— 
in the heart of the Central 
Mfg. District of Chicago. 

Every shipper should in- 
vestigate our service. Write, 
wire or phone for full par- 
ticulars. 







Our location, with best 
transportation facilities, en- 
ables us to give quick and 
efficient distribution of both 
oreign and domestic ship- f 
ments. Experienced traffic 
men will route YOUR ship- : 
ments to insure prompt de- 
livery at minimum cost. 


Phone Lafayette 7500 
















Connection made with a 
Package Car System operate 
to all important cities elim- 
Inates all cartage charges—a 
ig Saving to shippers. 
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SERVICE ORDER NO. 29 


The Trafic World Washington Bureau 


In Service Order No. 29, issued December 2, the Commission 
directed the Missouri Pacific, beginning December 4, to assign 
open-top cars for the transportation of anthracite coal from 
mines in the Spadra District, at the rate of 40 cars a day for 
ten consecutive days. The cars so furnished are to be counted 
against the distributive share of the district after the emergency 
created by the demand for domestic coal has passed. 


SERVICE ORDER NO. 26 SUSPENDED 


The Trafic World Washington Bureau 


The Commission by amendment No. 1 has suspended Service 
Order No. 26, on the recommendation of the Federal Fuel Dis- 
tributor, so as to permit some of the coal loaded thereunder to 
be consigned for uses other than those specified in the order. 
The cars in question were placed on the Greenbrier & Eastern 
to be loaded with coal for the Virginia purchasing commission. 

When part of the order had been filled one of the companies 
designated to provide the coal for the Virginia authorities de- 
clined to load any more coal for it. It filled the cars that had 
been placed but the carriers said they could not transport them 
unless they were consigned to the Virginia commission, which 
the coal company refused to do. The prospective consignee broke 
the deadlock by saying the emergency that had caused it to 
ask for the order had passed and it would net insist upon the 
coal being consigned to it. 

The wrong number was attached to Service Order No. 26, 
issued by the Commission to the Greenbrier & Eastern, Chesa- 
peake & Ohio and Norfolk & Western (Traffic World, November 


25, page 1133). It was referred to as No. 24. It should have 
been No. 26. 


COAL PRODUCTION REPORT 


“Bituminous coal production appears to have found a tem- 
porary level just above 11,000,000 tons per week,” the Geo- 
logical Survey said in its weekly report. “The total estimated 
output in the week ended November 25, including coal coked, 
mine fuel and local sales, was 11,038,000 net tons. Preliminary 
reports of cars loaded during the first three days of the week 
November 27-December 2 indicate that production continued at 
about the same rate, but on account of the Thanksgiving Day 


holiday the total output will probably drop to between 9,300,000 
and 9,700,000 tons.” 


The report continued in part as follows: 


The operators’ reports for the week ended November 18 revealed 
but little change in conditions at the mines. Many districts showed 
appreciable improvement in car supply which was most pronounced in 
those fields where an extra accumulation of cars occurred through the 
observance of the Armistice Day holiday. ‘Traffic conditions grew 
worse, however, in many other regions. 

Transportation disability remained the principal factor, limiting 
production in practically every district except Iowa, Texas, Montana, 
Wyoming and Washington. In those states lack of demand had 
increased to such an extent that ‘‘no market” losses were the dominat- 
ing factor. Scattering reports of small losses through lack of orders 
were received from fields east of the Mississippi, but on the whole the 
market appeared to be able to take care of all coal that the railroads 
could transport. 

The all-rail movement of coal into eastern New York and New 
England through the rail gateways over the Hudson declined in the 
week ended November 25. Reports of the American Railway Associa- 
tion show that 3,024 cars of bituminous coal and 3,321 cars of anthra- 
cite were forwarded as compared with 3,003 and 3,245 cars respectively 
during the corresponding week in 1921. In addition to the shipments 
shown, 19 cars of anthracite and 113 cars of bituminous coal were 
moved through Rouse’s Point. 

e movement of bituminous coal from Lake Erie ports declined 
to 828,949 net tons in the week ended November 26. In comparison 
with the week preceding this was a decrease of 21 per cent and was 
the lowest tonnage dumped since the week ended September 11. Of 
the total dumpings 797,211 tons were cargo coal and 31,738 tons were 
vessel fuel. 

In comparison with the three years preceding the total shipment of 
cargo coal is now 21 per cent behind 1921, 20 per cent behind 1920 and 
18 per cent beind 1919. 

October receipts at Duluth-Superior harbor compared favorably 
with those in preceding years. Reports from the United States 
engineer officer show that 218,370 tons of anthracite and 1,553,265 tons 
of bituminous coal were unloaded. 

Cumulative receipts of all coal during 1922, however, are much 
below those in any recent year. In comparison with the three years 


preceding, 1922 is 61 per cent behind 1921, 41 per cent behind 1920, and 
54 per cent behind 1919. 


COAL LOADING 


A new record for the period since the settlement of the 
anthracite strike, in the number of cars loaded with anthracite 
on any one day, was established November 29, when the total 
was 7,088 cars, according to the car service division of the 
American Railway Association. 

This was an increase of 112 cars over the total for October 
31 last, which had previously marked the peak in anthracite 
loading. The total for November 29 exceeded the daily aver- 
age loading for November last year by 1,761 cars, and the 
daily average for November, 1920, by 1,641 cars. It also sur- 


passed the daily average for October this year by more than 
1,000 cars. 
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Bituminous coal loading on November 29 totaled 33,764 cars, 
which exceeded the daily average for November last year by 


7,500 cars, and the daily average for October this year by 2,250 
cars. 


THANKS FOR CAR SERVICE DIVISION 


The executive committee of the South Dakota Farm Bureau 
Federation has adopted a resolution, unanimously, thanking the 
Car Service Division of the A. R. A. for “the action you have 
taken at various times which has resulted in our shippers being 
able to secure cars. Many of our shippers have been up against 
it and your efforts are appreciated.” 


CAR SURPLUS AND SHORTAGE 


The average daily shortage of freight cars in the period 
November 15-23 was 152,565, a decrease of 5,671 as compared 
with the shortage in the preceding period, according to the 
summary issued by the car service division of the American 
Railway Association. The average daily surplus increased to 
5,306 cars, the figure for the preceding period having been 4,945 
cars. 

The shortage was made up as follows: Box, 77,123; ven- 
tilated box, 105; auto and furniture, 1,809; total box, 79,037; 
flat, 7,424; gondola, 24,616; hopper, 19,067;. all coal, 43,683; coke, 
300; S. D. stock, 13,826; D. D. Stock, 221; refrigerator, 7,616; 
miscellaneous, 458; total, 152,565. 

The surplus was made up as follows: Box, 565; ventilatea 
box, 6; auto and furniture, 9; total box, 580; flat, 532; gondola, 
754; hopper, 1,520; all coal, 2,274; S. D. stock, 224; refrigerator, 
99; tank, 236; miscellaneous, 1,361; total, 5,306. 


CONDITION OF LOCOMOTIVES 


Locomotives in need of repair on November 15 totaled 18, 
356, or 28.5 per cent of the number on line, according to reports 
filed with the car service division of the American Railway 
Association. This was a decrease of 10 locomotives compared 
with the number on November 1. ; 

Locomotives in need of heavy repairs totaled 15,120, an in- 
crease within 15 days of 19, while those in need of light repairs 
amounted to 3,236, which was a decrease of 29 within the same 
period. 

From November 1 to November 15, the railroads turned out 
of their shops 12,139 locomotives. The number of serviceable 
locomotives on American railroads totaled 46,101 compared with 
46,096 on November 1. 


REVENUE FREIGHT LOADING 


The expected seasonal decline in revenue freight loading 
has set in, the total number of cars loaded in the week ended 
November 25 having been 955,495 as compared with 969,094 in 
the preceding week, according to the weekly report of the car 
service division of the American Railway Association. The 
total exceeded the loading for the corresponding weeks of 1921 
and 1920 of 673,465 and 803,701 cars, respectively. Those weeks, 
however, reflected depression in loading caused by observance 
of Thanksgiving Day, which fell within them in those years. 

As compared with the preceding week, loading of miscel- 
laneous, coke and forest products showed increases in the week 
ending November 25. 


The loading by districts in the week ended November 25 
and in the corresponding week of 1921, was as follows: 

Eastern district: Grain and grain products, 10,614 and 
8,103; live stock, 4,171 and 2,819; coal, 64,790 and 39,521; coke, 
2,710 and 1,647; forest products, 5,937 and 4,194; ore, 2,358 and 
1,203; merchandise, L. C. L., 64,051 and 56,289; miscellaneous, 
89,392 and 58,785; total, 1922, 244,023; 1921, 172,561; 1920, 185,- 
290. 

Allegheny district: Grain and grain products, 3,848 and 
2,079; live stock, 3,838 and 2,784; coal, 57,782 and 41,075; coke, 
6,465 and 3,128; forest products, 3,642 and 2,636; ore, 4,989 and 
1,989; merchandise, L. C. L., 47,282 and 42,638; miscellaneous, 
76,119 and 45,872; total, 1922, 203,965; 1921, 142,201; 1920, 173, 
179. 

Pocahontas district: Grain and grain products, 272 and 192; 
live stock, 123 and 100; coal, 17,947 and 15,677; coke, 578 and 


: 147; forest products, 1,693 and 1,176; ore, 128 and 0; merchan- 


dise, L. C. L., 5,893 and 4,974; miscellaneous, 3,439 and 2,787; 
total, 1922, 30,073; 1921, 25,053; 1920, 31,622. 

Southern district: Grain and grain products, 3,853 and 
2,818; live stock, 2,444 and 1,636; coal, 24,450 and 16,439; coke, 
1,200 and 461; forest products, 22.943 and 15,950; ore, 1,215 and 
471; merchandise, L. C. L., 38,480 and 33,203; miscellaneous, 
44,948 and 32,327; total, 1922, 139,528; 1921, 103,305; 1920, 121, 
190. 

Northwestern district: Grain and grain products, 17,394 
and 9,593; live stock, 11,189 and 6,915; coal, 10,086 and 7,931; 
coke, 1,756 and 722; forest products,. 15,812 and 8,609; ore, 
3,686 and 713; merchandise, L. C. L., 26,509 and 23,250; miscel- 
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Customs House Brokers 


MEXICO 


BRENNAN & \N & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 














Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 






Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 






We are the connecting link between 
American railways and the Mexican rail- 
ways. , 






Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 






Assume all pilferage risk of packages 
in our package cars south of the border. 

Our own warehouses in Laredo, Texas, 
and Mexico City. 






We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 
















Now operating our own special trains 
throughout the Republic of Mexico 
and can assure. prompt and efficient 
service throughout. 










HAL L. BRENNAN 
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Branches in all Principal Cities in the Republic of Mexico 








S. E. LEONARD 


y Wcslaht Service 


WHITE STAR DOMINION LINE 
ATLANTIC TRANSPORT LINE LEYLAND LINE 
RED STAR LINE WHITE STAR LINE 
REGULAR SAILINGS 
FROM 


AMERICAN LINE 


New York Portland, Me. Norfolk 

Boston Montreal Mobile 

Philadelphia Baltimore New Orleans 
Galveston oo Brunswick 


\ London Avonmouth Danzig Australia 


Liverpool Southampton Gibraltar Tasmania 
Manchester Antwerp Genoa New Zealand 
Glasgow Hamburg Naples 


| International Mercantile Marine Co. 


A. C. Fetterolf, Freight Traffic  ggeeage 1 
J. D. Roth, Gen. Western Freight Agt. T. 0. Martin, 


27 South La Salle Street, date tite rBultdinge 
Chicago, a ag | Minn capes. Inn 


J. McConnell, Southwestern Freight Laem 
1101 Locust Street, St. Lou 


Offices 
New York, | Broadway New Orleans, Hibernia Bank ante 
Boston, 84 State St. Galveston, Cotton Exchange Bidg. 
Mo ntreal, McGill a. — Flatiron Bidg. 
Philadelphia, Bourse a. . Houston, Cotton Exchange Bldg. 
Baltimore, Chamber of erce Mobile, ‘Ala., Mobile Liners. 
Toronto, i008 Royal Bank ‘Bldg, Portland, Me., | India Street. 


How About Your © 
Bills of Lading? 


Has it slipped your mind that the form 
prescribed by the Interstate Commerce 
Commission last March must be used 
after January 1, 1923? 


We have quantities of the new form in 
stock, in triplicate and quadruplicate, 
and can furnish on short notice a supply 
to tide you over until your new bills are 
printed. 


And let us figure on that new printed 


supply. Will you? 


The Traffic Service Corporation 
418 South Market Street, Chicago, Illinois 
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laneous, 36,363 and 22,313; total, 1922, 122,745; 
1920, 107,234. 

Central Western district: Grain and grain products, 13,508 
and 8,964; live stock, 15,033 and 9,209; coal, 21,683 and 14,299; 
coke, 393 and 121; forest products, 7,919 and 4,730; ore, 2,132 
and 704; merchandise, L. C. L., 30,949 and 26,543; miscellaneous, 
53,668 and 31,083; total, 1922, 145,285; 1921, 95,653; 1920, 120,789. 

Southwestern district: Grain and grain products, 5,301 and 
3,410; live stock, 3,419 and 2,308; coal, 5,294 and 3,078; coke, 
132 and. 130; forest products, 8,100 and 6,496; ore, 594 and 638; 
merchandise, L. C. L., 15,607 and 13,927; miscellaneous, 31,429 
and 24,659; total, 1922, 69,876; 1921, 54,646; 1920, 64,397. 

Total, all roads: Grain and grain products, 54,790 and 35,- 
159; live stock, 40,217 and 25,771; coal, 202,032 and 138,020; 
coke, 13,384 and 6,356; forest products, 66,046 and 43,791; ore, 
15,052 and 5,718; merchandise, L. C. L., 228,771 and 200,824; 
miscellaneous, 335,353 and 217,826; total, 1922, 955,495; 1921, 
673,465; 1920, 803,701. 


PERISHABLE FREIGHT TRAFFIC 


Co-operation between the shipper and the railroad was 
stressed as the most important factor in improving perishable 
freight traffic conditions in an address by A. M. Schoyer, man- 
ager of through freight traffic of the Pennsylvania Railroad 
System, of Philadelphia, before the National Association of 
State Marketing Officials this week. 

“Let the shipper think of the railroad as his friend and 
partner and let the railroad reciprocate,” said Mr. Schoyer. 
“By co-operation, by fair dealing with each other, by renewed 
effort, freight claims, which amounted to $23,400,000 on 96 roads 
in 1921, can be cut down tremendously.” 

Mr. Schoyer detailed various ways in which the safe move- 
ment of fruits, vegetables and other perishables could be im- 
proved. He cited the strides in such transportation in the last 
quarter of a century, but added that “even if this were Heaven, 
there would still be problems in the movement of perishable 
freight.” 

Harking back to the day when men declared that railroads 
could never cross the continent because vast herds of buffalo 
would blockade their passage and hostile Indians would attack 
the trains, Mr. Schoyer traced the development of traffic to the 
high efficiency of the present day, citing the fact that in 1921, 
934,648 carloads of fruit and vegetables originated in the United 
States, while 2,262,868 carloads were hauled by rail carriers. 
Including meats, cattle, dairy products, etc., these figures would 
be increased 50 to 60 per cent, Mr. Schoyer said. 

Mr. Schoyer urged the marketing officials to guard against 
dispatching fruits and vegetables affected with diseases, to cool 
perishable before shipping, and to pack shipments in contain- 
ers complying with the specifications. He spoke of the diffi- 
culties of the railroads in supplying suitable cars for shipment 
and meeting the reconsignment and diversion directions of the 
shipper. Co-operation in meeting the difficulties of both shipper 
and carrier, he said, would solve most of the difficulties in 
handling such traffic at the present time. 


DOCK OPERATORS’ COMPLAINTS 


1921, 80,046; 


The Trafic World Washington Bureau . h 


In suggesting a general inquiry, by the Commission, into 
rates on coal in Western Trunk Line territory, submitted by 
Frank Lyon, as their attorney, the complaining northwestern 
dock operators laid down the broad contention that, no matter 
what decision the Commission might make in individual cases, 
grounds would be found for instituting new proceedings, based, 
in the absence of a definite principle, on the construction an 
interested party placed on the decision. The complaining dock 
men directed attention to the fact that, at the time they filed 
their complaints, there was pending before the Commission a 
formal complaint, No. 14142, Illinois Coal Traffic Bureau vs. 
Chicago & Northwestern et al., and that the complaint of the 
C. Reiss Coal Company et al. was being filed at the same time. 
The cases mentioned, Mr. Lyon said, as well as the many pro- 
ceedings involving coal rates in the territory in question, here- 
tofore decided, resulted from a feeling that the rates, as made 
by the carriers, were based upon no principle, but were the 
outgrowth of the exigencies of situations that had come before 
them from time to time during the past generation. 

“In docket No. 14142 it is the contention of northern IIli- 
nois, as we understand it,” said Mr. Lyon in his letter to the 
Commission asking for a general investigation, “that its rates 
should be reduced into Wisconsin so that they will bear the 
same relation in cents per ton to the rates from the Michigan 
docks as they did prior to the war, notwithstanding operating 
expenses during that time have been jncreased more than 100 
per cent. The Lake Michigan docks filing this complaint, on 
the other hand, know they are paying for the transportation 
service rendered by the railroads on a much higher basis than 
is charged their competitors on coal from southern Illinois, and 
insist that this shall no longer continue. 

“So long as rates are made on coal because of the emer- 


THE TRAFFIC WORLD 





Vol. XXX, No. 24 


gencies of the situation plain inequality and unjust discrimina- 
tion will ensue, and I have respectfully to suggest on behalf of 
the large interests of the people I represent that in order to 
avoid a multiplicity of complaints and the consideration of the 
many vital questions by piecemeal, that the Commission order 
a general investigation covering this entire territory, and de- 
termine and prescribe certain definite principles of making just 
and reasonable rates throughout this region of dissatisfied car- 
riers, shippers and consumers.” 


LUMBER SHIPMENTS | 


“Although the November-December period is Ordinarily the 
slackest part of the year for the lumber industry, with the 
exception of February, reports to the National Lumber Manu- 
facturers’ Association from eight regional lumber manufactur- 
ing associations tell a story of exceptional activity for the 
week ending November 25. Shipments of lumber gained roundly 
36,000,000 feet over the preceding week, or about 29 per cent, 
and orders increased by about 21,000,000 feet, or 10 per cent. 
Even production, which has stood up well all through the period 
of transportation shortage, gained 13,000,000 feet—about 5 per 
cent. The association’s statement follows: 


There were 409 mills in the reporting lists as compared with the 
revised number of 417 for the week before and a summary of their 
figures shows that orders were equal to production and shipments 92 
per cent of production—the nearest approach to a balanced business 
the industry has shown for many months. The 375 mills reporting 
an established normal production for the week had an actual produc- 
tion of 96 per cent, shipments 86 per cent and orders 94 per cent of 
normal production. 

The reversal in shipping conditions between the south and the 
west, commented on last week, continues. While southern pine mills 
shipped 107 per cent of the week’s production and had orders for 114 
per cent, the west coast mills shipped only 80 per cent of their cut 
and their orders declined to 87 per cent of cut 

The general improvement, however, must be attributed largely to 
the extraordinary efforts the railways have been making to move 
forest products. Notwithstanding other unusual demands on trans- 
portation, 61,403 cars were loaded with forest products in the week 
ending November 18 (latest week for which figures are available), 
which is 10,928 more than for the corresponding week of last year, and 
7,469 more than for that week in 1920. Even in the north Pacific 
coast country there was some increase in car loadings as compared 
with last year, but the south showed the greatest proportionate 
increase. Western pine mills report that their shipments in October 
were the largest ever known for that month, except 1919. The same 
was true of their production. The California white and sugar pine 
mills report that the car shortage is very acute and stocks short. 


FRUIT AND VEGETABLE SHIPMENTS 


“The sharp decrease in shipments of principal fruits and 
vegetables was a noticeable feature of the week ending Decem- 
ber 2,” the Bureau of Agricultural Economics said in its weekly 
review of fruit and vegetable shipments. “Total movement of 
13 lines was only 8,330 cars, or 4,000 less than the preceding 
week. Heaviest decreases occurred in shipments of apples, 
celery, grapes, sweet and white potatoes. 


The totals from the weekly summary of carlot shipments 
follow: 





Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 

ave been made for one or more of the states in that group 


Tuesday, December 5, 1922. 


Week Week Pre- Total Total 
Nov. 26- Nov. 27- vious this last 
Dec. 2 Dec. 3 week season season Total 
ine., this ine., last this toDec. to Dec. last 
season. season. season 2, ine. 3, ine. season. 
Boxed apples— 
|. 1888 1585 2646* 26689* 43608 56313 
Bor —_ apples— . 
Buc enc sion 883 404 1431* 43866* 24820 32138 
pes. 
; | eee 396 416 490* 32195* 25366 31000 
Cauliflower— ; 
EE: 70 151 80 753° 1367 4335 
Celery— 
are 307 535 505* 9881* 8660 11640 
Grapes— 
. eee 250 9 985 53890* 37192* 37203 
— (old crop)— 
eee 40 43 131* 21810* 18254 18300 


WP ecrer 246 308 237* 1139* 1548 21810 


Ww cemcenaae 182 214 248 18075* 14882 15565 
Onions— . 

| ee 318 276 422 21544* 16327 20777 
Pears— 

| reer 35 26 76* 19154* 12649 12822 
Spinach— 


ee 90 101 104* 685* 341 4654 
Sweet potatoes— 


a! eee 414 189 708* 11797* 10830 19278 
Tomatoes— a 
| ESS eer 33 25 6 26135* 17127 17204 
Summary White + 
Leading sections, = 
late crop ...... 3045 2580 3984 78106 92478 185369 
Other sections, . 
late crop ...... 133 154 234 24629 18251 2032 2 
Early crop ...... 0 0 40771 32454 3255 


.o“__ -_— —_—_— 








ere 3178 2734 4218 143506 143183 238251 
*Includes all delayed and corrected reports received to date. 





Dec 


Total 
last 
ason. 
56313 
32138 
31000 
4335 
11640 
37203 
18300 
21810 
15565 
20777 
12822 
4654 
19278 
17204 


185369 


20324 
3255 


238251 
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Colorado Bldg. 
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National Service for 
International Motor Trucks 


International Motor 
Trucks are built in 
twelve sizes, ranging 
from 2,000-lb. Speed 
Truck to 10,000-Ib. 
Freighter. 


‘‘Watchdog”’ 


In “due time,” the Interstate Com- 
merce Commission promulgates for pub- 
lic information its Opinions, Orders and 
Decisions; the Treasury Department, 
its Tax Rulings and Interpretations; the 
Railroad Administration, its Orders per- 
taining to the handling of Equipment 
and Traffic; the Railroads, through 
their tariffs, Changes in Rates; and in 
“due time,” also, the public gets full in- 
formation of what Congress is doing in 
the matter of legislation affecting trans- 
portation, but—folks don’t always like 
to await the late arrival of vital news, 
be it good or bad. 


Our “Watching Service” will largely 
supply this missing link in your source 
of information. 


“AT YOUR SERVICE” 


SPECIAL SERVICE DEPARTMENT 


The Traffic Service Corporation 
WASHINGTON, D. C. 


The past few weeks have been filled with countless transportation difficulties brought about 
by controversies beyond the control of the general public. But as a result of these weeks 


the motor truck has come to the front and is 
more firmly than ever established as a means 
of national transportation. 


As the motor truck assumes these increased 
responsibilities, the advisability of national 
service facilities becomes more and more appar- 
ent. And the International line fills the gap. 
International Motor Trucks are backed by a 
remarkable network of distribution and service 
stations. Wherever you are—wherever your 
trucks go—International service protects you 
in full measure. Three factories, ninety-three 
branch houses, and thousands of dealers com- 
prise a complete manufacturing and service 
organization with one definite object in view— 


} to give you hauling at low cost. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 
CHICAGO (INCORPORATED) USA 


93 Branch Houses in the United States 
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THE TARIFF FILINGS 


Rejections and Suspensions 


The Embargo Notices, Modifications, and 


Cancellations 
The Fourth and Sixth Section Orders 
AND THE 


Consolidated Classification 
AND 


Railroad Rate Committee 


DOCKETS 


Are All Now Promptly Printed in 


THE DAILY TRAFFIC WORLD 


AND 


THE WEEKLY TRAFFIC BULLETIN 


Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 


(Publishers The Traffic World) 
418 South Market Street 


Chicago, III. 
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CUMMINS DISCUSSES MESSAGE 


The Trafic World Washington Bureau 


Discussing the President’s message December 8, Senator 
Cummins said there was no hope for legislation, along the lines 
recommended, at the short session. He said it would be im- 
possible to put through a program of legislation such as was 
suggested in the message as to railroads. He said he would, 
however, introduce a bill, after the holidays, embodying his 
ideas. He said he was willing to try the President’s plan for 
a labor division in the Commission. 


HOOSIERS ASK RELIEF 


The Trafic World Washington Bureau 


Receivers of coal in that part of Indianapolis known as 
Irvington have asked the Commission to reopen No. 11894, Indi- 
ana Rate, Fares and Charges, and permit them to introduce 
evidence tending to prove that the rates charged on coal from 
the Brazil district to Irvington and the reparation asked as to 
shipments are in no way related to interstate charges and should 
be excepted from the Commission’s findings in that case, to 
the end that they may attack the reasonableness of the rates 
in question before the Indiana commission. Unless that is done, 
they think, they will be without remedy against an adjustment 
of rates which requires them to pay higher rates on coal than 
Indianapolis proper. 

The petition was filed because the Indiana commission ad- 
vised the complainants that, in its estimation, the rates in ques- 
tion had been put out of the jurisdiction of the state body by 
the decision of the federal Commission and the injunction of 
the federal court forbidding the Indiana commission to deal with 
any of the rates established in accordance with the order in 
the thirteenth section proceeding against Indiana rates, fares 
and charges. 

This appeal for relief to the federal body was decided upon 
by the complaining dealers at Irvington when the Indiana com- 
mission, by way of answer to the complaints filed by them with 
it, advised them of its belief that consideration of relief for 
them could not be given on account of the Commission decision 
and court injunction under which the rate structure approved 
by the Indiana commission was: felled and one made by the 
federal body substituted. After reciting the terms of the order 
forbidding interference with the rates made by the federal au- 
thority, the petitioners. said: 

“That accordingly your petitioners are without remedy in 
the matter of procuring a determination of their rights to such 
reparation as asked and in the adjustment of said rates, unless 
and until the Interstate Commerce Commission will consent to 
reopen its investigation in the above entitled cause, Interstate 
Commerce Commission docket No. 11894, to the extent that its 
findings and orders have affected or may affect the charges, the 


right to reparation, and the adjustment of the rates above set 
forth.” 


ASKS RELIEF FROM DECISION 


The Trafic World Washington Bureau 


Permission for disobedience of the Commission’s decision in 
Reduced Rates, 1922, has been asked by the Ulster & Delaware. 
In addition it has asked the Commission to modify the findings 
made by it in No. 13293, the before-mentioned reduced rate case, 
so that report, in so far as it relates to the Ulster & Delaware, 
shall say that the general level of freight rates published by 
it, local to its line, is no higher than just and reasonable, but, on 
the contrary, is not sufficient under honest, efficient and eco- 
nomical management and reasonable expenditure for mainte- 
nance of way, structures and equipment, to permit it to earn 
a reasonable aggregate annual net railway operating income. 
As a necessary sequitur, the petition says, if the Commission 
makes such a finding, it enter an order exempting the Ulster 
& Delaware from the contrary finding. 

In support of its prayer the Ulster & Delaware pointed out 
that from the outset of the proceeding resulting in the order to 
reduce rates, it took the position that the physical character- 
istics of its property were such, lying, as it does in a mountain- 
ous country, as to differentiate it from other railroads in the 
eastern district. 

The particular act of disobedience for which the Ulster & 
Delaware desires approval is its failure to reduce its local rates. 
It has reduced the joint rates, but not the local rates. The 
reductions that have been made by it, the petition says, reflect 
a total decrease in revenue of $64,193, figured on the 1921 ton- 
nage. It has reduced some local freight rates because of com- 
petition, but, generally speaking, it has left the local rates where 
they were put by the Commission’s decision in Ex Parte 74. 
It submitted comparisons to show that its scale of local class 
rates was less than the rates on the Bangor & Aroostook, and 
not much higher than those on the Lehigh Valley, the Long 
Island, Delaware & Hudson, Lackawanna, New York, Ontario 
& Western, or New York Central. 

The officers of the company, the petition said, had estimated 
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the income for 1922, notwithstanding the refusal to reduce the 
local class rates, would be less than the $140,000 needed to pay 
interest on the bonds. In 1920 the operating deficit was $390,- 
335. In 1921 there was an income of $15,130, but in the first 
half of this year a deficit of $15,572. 


The Commission has valued the property of the company 
at $6,468,000, the petition said, and a 5% per cent return thereon 
would be $371,911. The company, in its petition, suggested it 
was more important to the people served by the Ulster & Dala- 
ware to have a railroad properly functioning than that its rates 
should be measured by the freight rates that are in force on 
the trunk lines surrounding it, with their greater densities of 
traffic. It expressed confidence that the Commission would not 


attempt to impair its prospect of continuing operation by any 
reduction in rates. 


PAYMENTS TO RAILROADS 


The Trafic World Washington Bureau 


The Treasury Department, in its usual monthly statement 
showing payments to railroads under sections 204, 209, 210 and 
212 of the transportation act, this week announced that pay- 
ments since November 1 and up to December 1 totaled $1,055,- 
+ ry bringing the total payments under the act to $773,815, 

Total payments on account of the guaranty for the six 
months following federal control were given as $450,705,927.72; 
on accounts of loans from the revolving fund, $317,886,667, of 
which $99,339,985.47 has been repaid, and on account of reim- 
bursement of deficits, $5,222,416.49. 

The payments in November under section 204 (reimburse- 


ment of deficits), and: under section 209 (guaranty) were as 
follows: 


Section 204: 


migamemre we MUllivan Fo WR. COs sks oe inne nntnccccceccccdecs 15,2 
EE I I an bia nei pha c:crdlnnia/dresia Wc Maiwmlndeceis 6 <oo.c-enw alee’ is 739,31 
Chicago Tunnel EPR geaht Soar anette 2 1 aa aR eg 22,747.33 
Chicago Warehouse and Terminal Co........................ 64,246.10 
PPORee Oe COIN FIG, CO. 05 cccccccncccivacicccceceanees 7,551. 
La Salle & Bureau Sear ER NS Ware s 6.0:s'tineemammieS ag cones 13,414.14 
PCN NUE OE cs ckccc ccccsecoccciveseeceaseees ne 5,953.10 
DRGBMOMMUGIS “VOM F598, CO ike ccc ccvccaccvecosivecsaceceoes 9,224.09 
eee DOGMA Ge TURGEON ER. BR. OO. occ cc ccc ccncencees cncesecciae 53,741.34 


Sterling Mountain Ry. Co. ........ aid aa ducateloenven > Mea ad aes ¢ oy 15 

Wisconsin & Northern R. R. Co.......-..-.... 200 e eee eee 
Section 209: 

Asheville & Craggy Mountain Ry. Co 

Carolina & Tennessee Southern Ry. Co............ccceecceece 


Central New York Southern R. R. Corporation.............. 15,277.25 
CD NEN oo ieiare ate w 6 0 CaCO ob TES Seg UO NSS ce THE e008 


Chicago Warehouse and Terminal Co.............cceceecees 


Cincinnati, wemeeagee = Weseern BH. Ti OO... cccccccccvccs 282° 081.00 
Cumberland R. Co. 


ee ey 


iladnio aca caco-nldketd:dcochigh > Bigieipipcia Wiis e sinioateie bay 15,827.79 
Danville & icbevia Ry. MIs ic Sin ane. o:0atbe ghanitleaide aleastalegiccaree 37,548.74 
MUURMSE Ge PMRNNINTEE BEBE, CO oo nic oosc Ket comeccaaesocaceoss 70,166.99 
DPGRMEONC GeO PONE, BUN, (Cs occcce vtec ccccccccecswcsewes 151.56 
Georgia, Fioriga & Alabama Ry. Co.......cccccccccecvcececsece 15,450.08 
J RO OE a ee eee ee 160,969.75 
Be meee & serean County BR. T.. CO... cc ciccccccccccccctoete 375.09 
Se CU ETE Clic a pra tb oeesccccadvacecesdcicvenelene 2,923.72 
man Aton, Uvaerme & Gull RR, BR. CO. cicccctaccccscceses 82,718.43 
Washington & Choctaw PO Uc oc, siasks so nerd bia alain cease @ominene we 2,201.99 
Wisconsin 4 CN Bee SE RS re eee ore 45,866.57 
SN Se le, Fo oc 6 omc npccsinancdnk+asitbhcsmgusebioginaes 11,007.59 


The ‘piensa has certified to the Secretary of the Treas- 
ury that payment of $18,431.54 will make good the guaranty to 
the Fort Worth Belt Railway Company, which has received an 
advance payment of $12,500. 


The Commission has certified to the Secretary of the Treas- 
ury that $12,113 is payable to the Kansas & Sidell Railroad 
Company, and $5,304.02 to the Federal Valley Railroad Com- 
pany, under section 204 of the transportation act. 


The Railroad Administration this week reported the follow- 
ing final settlements, and has paid out and received from the 
several roads the following amounts: Pittsburgh, Chartiers & 
Youghiogheny Railway Co., $328,000; Ithaca Traction Corpora- 
tion, $8,000; Fort Street Union Depot Company, $19,000; Hannibal 
Union Depot Company, $10,000; Leavenworth Terminal Railway 
& Bridge Company paid Director-General $2,500. 


The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six months of federal control. 

The Commission has issued a certificate to the Secretary of 


the Treasury directing payment of $20,719.09 to the Nevada-Cali- 
fornia-Oregon Railway in settlement of the guaranty. 





DEFINITION OF “HANDLING” 


In I. and S. 1702, the Commission has suspended, from De 
cember 2 until April 1, schedules in supplement 16 to Glenn’s 
I. C. C. No. A-320. The suspended schedules propose to change 
the present definition of the term “handling,” as applied t0 
traffic moving over the wharves at south Atlantic and Gulf ports, 
by adding the provision that it includes “the placement of cars 
on tracks serving wharf properties.” This change would result 
in numerous increases in rates. 
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bout as near perfection, 
I suppose, as they make 
railroads.” 

nao O Eder 


Mr. Edison thus expressed himself after a ride to the 
Pacific Coast on the San Francisco Overland Limited. 






Traffic Agencies 


Complete information regarding passenger and freight service 
cheerfully furnished by any Union Pacific representative. Offices 
are maintained at principal cities throughout the country. 
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D. S. SPENCER, General Pass. Agt., Salt Lake City, Utah J. A. REEVES, Gen’ Freight Agent, Salt Lake City, Utah 
WM. McMURRAY, Gen’l Pass. Agent, Portland, Oregon H. E. LOUNSBURY, Gen’! Freight Agent, Portland, Ore. 
T. C. PECK, Gen’l Pass. Agent, Los Angeles, California W. F. LINCOLN, Gen’l Freight Agent, Los Angeles, Cal. 
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M. K. & T. REORGANIZATION 


The Trafic World Washington Bureau 


The Commission this week issued a report authorizing re- 
organization of the Missouri, Kansas & Texas Railway system, 
under which the Missouri-Kansas-Texas Railroad Company will 
acquire control of the properties and issue securities to make 
the reorganization plan effective. 

A certificate holding that the public convenience and neces- 
sity required the acquisition and operation of 19 lines of rail- 
road, with franchises and property appertaining thereto, by 
the new company, was issued. The Commission also issued a 
certificate authorizing the acquisition and operation under track- 
age agreements of 5 lines of railroad and terminal companies. 

Acquisition by the Missouri-Kansas-Texas Railroad Com- 
pany, by purchase of stock, of the following companies was 
authorized: Missouri-Kansas-Texas Railway Company of Texas; 
Texas Central Railroad Company; Boonville Railroad Bridge 
Company; Wichita Falls Railway Company; Wichita Falls & 
Northwestern Railway Company of Texas; Wichita Falls & 
Wellington Railway Company of Texas; Missouri, Kansas & 
Texas Terminal Company of St. Louis, and the San Antonio 
Belt & Terminal Railway Company. 

Acquisition by the Missouri-Kansas-Texas Railroad Com- 
pany of certain stock, in amounts less than a majority, of the 
following companies, was authorized: Joplin Union Depot Com- 
pany; Terminal Railroad Association of St. Louis; Missouri & 
Illinois Bridge & Belt Railroad Company; Union Terminal Com- 


pany of Dallas, and the Galveston, Houston & Henderson Rail- 
road Company. 


Acquisition by the Missouri-Kansas-Texas Railway Company 
of control of lines of railroad and other property embraced in 
the leasehold created by the lease from the Boonville Railroad 
Bridge Company to the Missouri, Kansas & Texas Railway Com- 
pany, dated November 1, 1901, and of the lines of railroad and 
other property embraced in leasehold created by the lease from 
the Oklahoma Belt Railway Company to Charles E. Schaff as 
receiver of the railways and property of the Missouri, Kansas 
& Texas Railway Company, dated April 1, 1917, by acquiring 
said leasehold interests, was approved and authorized. 


Action on application of the company to acquire the prop- 
erties embraced in the leasehold referred to above or owned by 
the Boonville Railroad Bridge Company and to acquire the prop- 


erties of the Missouri, Kansas & Texas Terminal Company of 
St. Louis was deferred. 


Authority was granted to issue the following securities in 
connection with the reorganization: $52;942,752 of prior lien 
mortgage gold bonds, series A; $27,236,000 of prior lien mort- 
gage gold bonds, series B; $29,121,347 of prior lien mortgage 
gold bonds, series C, of which not exceeding $6,500,000 are to 
be pledged with the Director General of Railroads; $57,500,000 
of convertible adjustment mortgage gold bonds, series A; $30,- 
000,000 of 7 per cent preferred stock, series A, and such addi- 
tional amount of such preferred stock, series A, up to $57,500,- 
000, as may be necessary to effectuate the conversion of $57,- 
500,000 of convertible adjustment mortgage gold bonds, series A, 
in accordance with the terms of their issue; to issue 1,000,000 
shares of common stock, without nominal or par value. 


Commissioner Eastman dissented from the opinion approv- 
ing the reorganization plan. 


WAGE STATISTICS 


The Commission’s wage statistics for the month of Septem- 
ber show that the total number of employes reported by Class 1 
roads was 1,108,591, an increase of 114,517, or 7.2 per cent, over 
the number reported for the preceding month. The total com- 
pensation was $238,735,394, an increase of $13,758,750, or 6.1 per 
cent. Commenting on the figures, the Commission said: 


The largest increase in employment appears in the maintenance 
of equipment and stores group, which was 96,505. The total number 
of employes falling within that group was 410,278, or 85 per cent of 
the average number employed during the 12 months preceding the 
strike. However, the number of persons employed as machinists, 
blacksmiths, or boilermakers was 69 per cent of the average for the 
year ended June 30, 1922. 

As was the case in August, the overtime made by shop employes 
was abnormally heavy, representing 25.57 per cent of their total com- 
pensation. In June, 1922, or the month just prior to the strike, this 
percentage was 2.62. 

Reports from 181 roads employing 98 per cent of the total number 
of employes indicate that during the month the employes received 
bonuses amounting to $3,689,967 for loyal service performed during 
the strike, which amount is not included in this summary. 

Compared with the previous month, the increase or decrease (D) 
in the number of employes,. by groups, was as follows: 

Executives, officials, and staff assistants............sceeeceees 119 


DOMICILE, GIODIGEL, GE MOTGEEL «6 < 6.650.660 0.0 650s tees aeivoeoes D 7,060 
MEGARCOMECO GE WEY BNC SUTUCTCUTOD. .5..cc cc cccccce cece csccccee 
Maintenance of equipment and StoOres........--.ceeeeeeeeeeeee 96,505 
Transportation (other than train, engine, and yard).......... ,685 
Transportation (yardmasters, switch tenders, and hostlers).. 863 
Transportation (train and engine service).............eeeeeee 8,404 
EO FOE EN LE POC, PE ET ERE COTES 114,517 


The reduction in the number of employes in the professional, 
clerical, and general group was brought about by a reduction in the 
number of lieutenants and sergeants of police and patrolmen. In 
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June, 1922, there were 8,482 employes in these two classes.. In July, 
as a result of strike conditions, the number was increased to 39,430. 


TRANSPORTATION TEACHERS MEET 


University teachers of transportation will hold a meeting 
in Chicago December 29 and 30 in connection with the annual 


meeting of the American Economics Association. The program 
follows: 


Congress Hotel—December 29, 2 p. m. 
Business meeting and round table discussion. 
Organization of proposed association. 
Formation of plans and policies. 
“The Aims of College Courses of Transportation.”’ 


. Congress Hotel—December 30, 2 p. m. 
Business meeting and round table discussion. 
Election of officers. 


Adoption of a constitution. 

“The Methods Used in Presenting Transportation Courses.”’ 
: University Club—December 30, 8 p. m. 

Dinner. 
Special speakers on current transportation problems. 


The purposes and aims of this first conference will be to 
establish an organization, to acquaint one another with those 
interested in promoting the study of the economics of trans- 
portation and furnish a clearing house for views on the leading 
current transportation problems; to exchange ideas as to the 
purposes, the best methods of presenting and possible future 


trend of college courses dealing with the various transportation 
subjects. 


BILL OF LADING FORMS 


Consideration has recently been given by the railroad bill 
of lading committee—eastern group—to the requests for ex- 
tension beyond December 31, 1922, of the present time limit for 
acceptance of old forms of domestic bills of lading with stamped 
notation. R. N. Collyer, chairman of the committee, says: 

“It being felt that the extensions already made have af- 
forded shippers ample opportunity to secure supplies of the 
forms as prescribed by the Interstate Commerce Commission 
and published in the Consolidated Classification to take effect 
March 15, 1922, and to use up any supply of old forms pur- 
chased before January 1, 1922, when the forms prescribed by 
the Interstate Commerce Commission were before the public, 
it was concluded to recommend to eastern carriers that no fur- 


ther extension in the period for the use of the old forms be 
made.” 


ABANDONMENT APPLICATION 


The Tionesta Valley Railway Company has applied to the 
Commission for authority to abandon approximately 834 miles of 
its line from a point east of Brookston, Pa., to a point south of 
Nansen, Pa. The company said abandonment was desired on 
account of the exhaustion of timber resources tributary to the 


line and the moving away from the territory of practically all 
the inhabitants. 


SPRINGFIELD TERMINAL NOTE 


The Commission has authorized the Springfield Terminal 
Railway Company to issue a promissory not for $25,000, with 
renewals thereof, payable to the People’s Trust & Saving Bank 
of Chicago, four months after date, with interest at the rate of 
5.5 per cent. The proceeds of the note are to be used in part 
payment for a locomotive that is to cost $26,500. The authority 


carries with it the power to renew the note, if desired, for not 
more that two years. 


DESIRES TO ABANDON BRANCH 


The Boise Valley Traction Company has applied to the 
Commission for authority to abandon its McDermott stub line 
between Onweiler’s Junction and McDermott, Idaho, a distance 
of about four miles. The Public Utilities Commission of Idaho 
has authorized abandonment of the line because of losses. 


CHANGES IN DOCKET 

Hearing in Val. Dkt. No. 143, in re tentative valuation of 
the property of Kankakee & Seneca Railroad Company, assigned 
for December 7, at Washington, D. C., was postponed indefinitely. 

Hearing in Val. Dkt. No. 195, in re tentative valuation of 
th: property of Central Union Depot and Railway Company of 
Cincinnati, assigned for December 8, at Washintgon, D. C., was 
postponed indefinitely. 

Hearing in I. and S. No. 1683, lumber from Ohio and Mis 
sissippi River crossings and points taking same rates on arbi- 
traries higher to Western Trunk Line territory, and all fourth 
section departures involved, assigned for December 9, at Mem- 
phis, Tenn., was canceled. 

Hearing in I. & S. No. 1644, cancellation less carload 
commodity rates on lime from Joplin and Springfield, Mo. 
assigned for December 8, at Chicago, Ill., before Examiner 
Kephart, was cancelled. 
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ALTON 


Supremacy Maintained 


During the adverse conditions existing for the past months the CHICAGO & ALTON Railroad did not eliminate any of its through 
passenger train service. The crisis now happily past, the ALTON continues, as always, to provide dependable, safe and con- 
veniently timed passenger service between the three great terminals of the middle west — Chicago, St. Louis and Kansas City. 


Effective Sunday, November 19th 


* Last Night Train for St. Louis! 


~ One minute before midnight—the All-Pullman 


: MIDNIGHT SPECIAL 


swings into its bee-line flight to St. Louis. A swift, no-stop run through the night and a convenient early morning ar- 
rival. Midnight luncheon and breakfast are served en route. (Leaves Chicago daily, 11:59 p.m.; arrives St. Louis 7:45 a.m.) 
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= Most Beautiful Train in America! 


ped 


a THE ALTON LIMITED 


sion 


rect to St. Louis Equipped with every travel-comfort which the skill of master car builders has been able to 


pur: contrive, tastefully appointed and efficiently manned, this aristocrat of the rails is the preferred 
= morning train to St. Louis and the South. (Leaves Chicago 10:15 a.m. daily; arrives St. Louis 6:00 p.m.) 

lic, 

fur- 


‘i Hot Springs in the Morning! 
ae PRAIRIE STATE EXPRESS 


s of 
‘ of Daily a compartment and drawing-room sleeping car attached to this fleet St. Louis train furnishes through passagee, 
an without change of cars, to this sunny Ozarks’ playground, arriving at the Springs soon after breakfast. (Leaves 
all Chicago 12:15 p.m. daily; arrives St. Louis 8:00 p.m.; arrives Hot Springs 10:05 next morning.) 
Leaves Chicago Arrives St. Loui 
Most Complete Service Alton Limited............. eee 6:00 p.m. 
oa , ‘ns Daily—Chi s Low Prairie State Express....... I221G pas 2. ws: 8:00 p.m. 
me Six Trains Daily—Chicago to S — Fast Mail (except Sunday).. 6:50 p.m. ...... 1:20 a.m. 
3ank Most Frequent Service hg conn Morning Arrival Palace Express ............ 4 | ee 7:01 a.m. 
e of New Last Night Departure < igt xpress............. 11:30 p.m. ...... 7:15 a.m. 
Lat Shortest Route and Only Double-Tracked Railroad Midnight Special .......... 13SS GM. ...... 7:45 a.m. 
orl 
* not 


Kansas City — First Morning Arrival! 


- the THE dq MME meets the most exacting test of a business-service train, while providing all the comforts and 
line conveniences desired by the most discriminating traveler. Compartment Sleeping car and a 


ance flawless dining car service. (Leaves Chicago daily 6:00 p.m.; arrives Kansas City 7:45 a.m.) 


daho i . ‘ 
ALTON SERVICE TO PEORIA tebaae:>.. Pee. 


Capital City Express....... 





Alton Limiited............. eae aa... .. . 5: 2:40 p.m. 
on. of Parlor Car, Sleeping Car and Dining Car Service Prairie State Express ...... co aa 5:30 p.m. 
one as + nce reine ee cu 6:00 p.m....... 10:15 p.m. 
on ¢ 
ny 0 
~t|Chi & Alt 
2 icago on 
= 
our City Ticket Office ‘6 99 Union Station Ticket Office 
Mem- 179 West Jackson Boulevard The . Only VW ay Canal and Adams Streets 


rload Phone Wabash 4600 Phone Franklin 6700 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions rela to practical traffic 

blems. We do not desire to take the place of ¢ traffic man but to 
ees him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


— 30 


oS 





Combination Rates—Combination Rule as Applied to Rates on 
Clay 


Washington.—Question: Agent Kelly’s Tariff No. 228, 
I. C. C. No. U. S.-1, Supplement 13, page 5, section 2, reads as 
follows: “Brick (except enameled or glazed); clay; shale; and 
clay products on which the rates are the same as or based on 
arbitraries higher than the rates on brick (except enameled on 
glazed).” You will note that semicolons are used in separating 
the commodities and that clay and shale are subject to the 
deductions named. 

Agent S. J. Henry of the North Pacific Coast Freight Bureau, 
in his Tariff No. 2-A, I. C. C. No. 35, uses different punctuation 
marks in his rule for constructing combination rates as con- 
tained in Item 180, page 39. This reads: “Brick (except 
enameled or glazed), clay, shale, and clay products, on which 
rates are the same as or based on arbitraries over the rates on 
brick (except enameled or glazed).” You will note that com- 
mas are used by Agent Henry in separating the commodities, 
while Agent Kelly uses semicolons. 

We are making intra-state shipments of clay from A to C. 
The through rate is made up of 3 cents from A to B, and 3 cents 
from B to C, which makes a rate of 6 cents on the through 
movement. We contend that the combination rate applies on 
clay, and that the rate should be 4 cents, but the carrier contends 
that according to Agent Henry’s Tariff, the rates on clay must 
be the same as those on brick or arbitraries higher than the 
rates on brick before the combination rule can be applied. The 
carrier claims that these commodities are not separate and 
distinct in Henry’s Tariff, but that the clause “on which rates 
are the same as or based on arbitraries over the rates on 
brick (except enameled or glazed)” applies to brick, clay, shale 
and clay products and not to clay products alone as does Agent 
Kelly’s Tariff. 

Please advise on this particular case citing any decision 
or ruling by the Commission. 

Answer: It is our view that combination commodity rates 
on clay should be made subject to the same rule constructing 
through rates by use of the combination rule, as is published 
in Agent Kelly’s Tariff 228, I. C. C. U. S.-1, but until such time 
as the tariff has been amended, to include clay, regardless of 
whether it is carried on the brick rate basis or not, the carrier 
is correct in denying application of the rule for, clearly, accord- 
ing to our view, the language of the rule as published in Henry’s 
I. C. C. 35, confines the application to shale, clay, and clay prod- 
ucts, when the shale, clay, or clay products is shown in the 
tariff as taking brick rates or arbitraries higher. Eliminating 
the comma between “clay products” and the words, “on which 
rates are the same,” each would probably have the effect of 
confining the restriction to clay products, as we believe it was 
intended to be. Tariffs must be construed according to their 
language, however, and the intention of the framers is not 


controlling. Prairie Oil & Gas Company vs. Wabash Railway 
Company, 45 I. C. C. 1. 


Combination Rates—Rate Applicable When Tariff Containing 
Combination Rule Not Referred to by All Tariffs Containing 
Factors of the Combination 
Washington.—Question: Please refer to November 4th 

issue of the Traffic World, page 978, under Questions and 

Answers on “Combination Rates—Rate Applicable When Tariff 

Containing Rules for Constructing Combination Rates Is Not 

Refered to in One of Tariffs Containing Factors of Combination.” 
You state that the Commission held that where one of the 

tariffs used in making combination rates on through shipments 

contains a rule that such rates will be subject to the increase 
but once, there is a holding out to the shipper of the rate so 
constructed, which that carrier should protect. We do not 
understand the reading of this sentence. Do you mean that both 
the 62 cent rate and the 31% cent rate are subject to Kelly’s 

Tariff or only the 62 cent rate and, if the latter, what would be 

the through rate? 

Answer: In our answer to “Tennessee,” page 978, Traffic 

World, November 4th, we meant to convey the idea that both 

local rates, that is, the rates to and from basing points, are 
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each subject to be reduced to determine the factors for basing 
the combination and to the sum of these factors, the cotton, 
lumber, brick, live stock, etc., arbitrary must be added, and 
this is so, even if only one of the tariffs carries reference to 
the combination rule, according to the Commission’s ruling in 
the case cited. 

When a carrier publishes in its tariff a rate or basis for 
making a through rate, to a point on its own or connecting line, 
it is holding that rate out to the public and offering to transport 
to final destination on that basis of charge, regardless of whether 
its connection concurs in the through rate or arrangement for 
constructing the through rate. Sligo Iron Stores Company vs. 
Western Maryland, 62 I. C. C. 643; Madison Lumber & Mill 
Company vs. Director-General, 64 I. C. C. 699; Dupont de 
Nemours vs. Wabash, 33 I. C. C. 507; Conference Ruling 501. 


Demurrage—Under Contract for Through Shipment Carrier May 
Not Collect Demurrage at Intermediate Point 

Ilinois—Question: We thank you for your opinion to 
“Tllinois” on pages 1170 and 1172 of your Nov. 25th issue. 

Since writing you we learned from the consignee that after 
they had been advised that the water line was not in position 
to handle the shipment that they instructed the rail lines to 
complete the transportation of the carload over their own rails. 

Would this action on the part of the consignee make them 
liable to demurrage or other charges? 

Answer: In the Ulary Case, 58 I. C. C. 439, the shipment 
was finally diverted by the shipper at Philadelphia, the point 
of connection with the steamboat line to a rail line for delivery 
at destination after having been held at Philadelphia several 
months. The Commission held that the demurrage and storage 
charges had been illegally assessed and collected. 


Liability of Carrier for Loss from Tank Cars 


New Jersey.—Question: We had a tank car forwarded to 
us at Point B from A. At Point A the tank car was loaded by 
shippers, but car was not sealed and car arrived at destination, 
which is Point B, without seals on the dome cap. When the 
car was weighed by the Pennsylvania Railroad on scales at 
destination the car was 300 pounds short. We presented claim 
against the carrier, but the carrier denies any liability because 
they state that they do not check seals on tank car domes. 
Therefore, they deny liability for the shortage. Do you know 
any ruling whereby the carriers are compelled to check seals 
on the dome of a tank car? 

Answer: While it is usual and customary for carriers to 
place seals on the domes of tank cars and to keep a seal record 
therefor, neither the fact that in the instant case no seal was 
placed on the car nor the fact that the carrier in question does 
not check the seals on the domes of tank cars is material to 
the question of the liability of the carrier for the shortage. A 
carrier is liable for any loss occurring after delivery of goods to 
it for transportation, unless the loss resulted from one of the 
excepted causes, such as the act of God, the public enemy, the 
inherent nature ofthe commodity shipped or the act of the 
shipper and if the shipper can prove the delivery of a certain 
amount to the carrier and the receipt of a less amount at des- 
tination the burden is upon the carrier to account for the loss 
as being due to an excepted cause, if it is to escape liability 
for damages. 

“Shipper’s Load and Count” 


Michigan.—Question: We have been urged, for some time, 
by the carriers, to insert notation on bill of lading “Shipper’s 
load and count,” and heretofore have declined to do this and 
have placed with them written request to furnish checker on our 
docks and give us clear receipt. 

Our reason for declining to accept notation “Shipper’s load 
and count” is that, in our opinion and in our experience, it opens 
wide the door for the claims department of the carriers to 
refuse to pay claims for shortages, when shipments arrive at des- 
tination under shipper’s seals, although it is a well known fact 
that a large precentage of automobile cars can be opened and 
pilfered without breaking seals, and we believe that shipments 
as valuable as automobiles and carloads should be given the 
benefit of a careful check as to items and condition by the 
carriers. 

Are we not within our rights in demanding carriers’ check of 
our shipments and a clear bill of lading, although loaded on the 
shipper’s siding? Will you kindly give reference to ruling, if 
any, covering? 

Answer: Section 21 of Bill of Lading act reads in part as 
follows: “The carrier may also by inserting in the bill of lading 
the words ‘Shipper’s weight, load, and count,’ or other words 
of like purport indicate that the goods were loaded by the 
shipper and the description of them made by him; and if such 
statement be true, the carrier shall not be liable for damages 
caused by the improper loading or by the nonreceipt or by the 
misdescription of the goods described in the bill of lading.” 

This question has also been before the Commission and the 
Commission has held that, except at any of its public stations 
where it provides facilities for the receipt and delivery of freight, 
a carrier is justified in placing the qualifying notation ‘Shippers 
Load and Count” on bills of lading covering shipments loaded by 
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the shipper and not checked by the carrier. See Louisiana 
State Rice Milling Co. vs. M. L. & T. 34 1. C. C. 511. 


Rate Construction: Application of Rule 5-B, I. C. C. Tariff 
Circular 18A 


New York.—Question: In making a through rate on com- 
binations based on certain points, is it necessary that the ship- 
ments actually travel through that point? 

For instance, a shipment traveled from A to B, for delivery 
to connection, through C. The lowest combination of rates 
applying via D and C is in line from A to D, shipments traveling 
from A through C to B, but not from A through C to D. The 
lowest combination is made basing on D, whereas the shipment 
actually traveled and is routed in connection with the line at 
B, that line not touching D. 

Answer: Rule 5 (b) of the Commission’s Tariff Circular 
18-A, provides that “If shipment moves to a destination via a 
junction point with a branch or connecting line at which inter- 
change is made directly intermediate to the base point upon 
which the lowest combination makes, such combination must be 
applied; and it is not necessary to haul the shipment to such 
base point and back again through such junction point.” 

In your case, “C” is the junction point of interchange with the 
branch or connecting line, intermediate to the base point “D,” 
over which the lowest combination makes, and where Rule 5 (b) 
is applicable, the combination made over “D” must be applied. 
The following should be borne in mind, however: (1) There 
must be no through rate from origin to destination via route 
shipment moves; (2) there must be a duty on the carrier to 
forward shipment via the cheapest route. 

If, for example, the line from “A” to “C” is indicated as the 
P. R. R.; junction point “C” as Pittsburgh, Pennsylvania; line 
from “C” to “D” as the B. R. & P., and basing point “D” as 
Butler, Pennsylvania, and the line from “C” to “B” as the Erie 
Railroad and destination “B” as St. Paul, Minnesota, we would 
apply Rule 5-(b) as follows: (1) No joint through rate from 
“A” to “B” via P. R. R., Pittsburgh and Erie R. R., and con- 
nections; (2) Lowest possible combination will make on Butler; 
(3) Shipment routed on bill of lading, P. R. R., Pittsburgh, care 
of Erie Railroad; (4) Butler combination applicable for routing 
is complete and carrier’s duty is to deliver to Erie direct at 
Pittsburgh; (5) If no routing shown on bill of lading, carrier 
must apply Butler combination, under duty to forward via 
cheapest available route, Rule 5 (b) merely eliminating the 


wasteful transportation, but giving the shipper benefit of the 
lower rate. 


Tariff Interpretation: Intermediate Application 


Pennsylvania.—Question: What is the obligation of a com- 
mon carrier in protecting a published rate under an intermediate 
clause, reading as follows: “To any point of destination to 
which no specific rate is named in this tariff but which is inter- 
mediate to a point of destination named in this tariff, the rate 
to such intermediate station will be the same as the rate pub- 
lished herein to the next more distant point named,” under 
the following conditions? 

Shipment originates at point “A” on road “XYZ,” consigned 
to point “C” on road “XYZ.” The official distance filed with 
the Commission between “A” and “C” over road “XYZ” is fifty 
miles, but road “XYZ” has several lines of rail via which ship- 
ment could be physically transported from “A” to “C” without 
leaving its rails, involving greater mileages. 

Bearing in mind that the short distance of this road from 
“A” to “C” is fity miles, would the above quoted intermediate 
clause obligate the carrier to protect the rate from “A” to “C” 
on a shipment moved from “A” to “B,” “B” being intermediate 
to “C” via one of the indirect movements, the distance from 
“A” to “B” being 75 miles and the mileage from “A” to “C” via 
point “B” being 120 miles? It should be understood that the 
tariff in question is a local tariff of road “XYZ” and contains no 
junction point routing. 

What I am trying to determine is whether the Commission 
would arrive at the intermediate application by the same 
principle as they determine Fourth Section violations, that is, 
by the distance involved, or whether they would determine the 
question by the transportation possibilities of the carrier. 

Answer: A similar situation was involved in Freeman 
Grain Company versus Director-General and Union Pacific, 68 
I. C. C. 559. A car of grain moved from Lucas, Kan., to Salina, 
Kan., and was there reconsigned to California, moving directly 
westward via the Union Pacific from Salina and through Oak- 
ley, Kan., en route. By glancing at a map of this road, it 
will be noted there are two routes from Lucas to Oakley, one, 
the longer (246 miles), eastward to Salina, thence westward; 
the other directly westward from Lucas to Colby, thence south to 
Oakley, a shorter route (169 miles). 

The Union Pacific reconsigning tariff permitted reconsign- 
ment at directly intermediate points between origin and destina- 
tion on the through rate. The carrier charged the Salina com- 
bination on the claim that Salina was not “intermediate,” be- 
cause the short and direct route from Lucas to Oakley was 
through Colby. The Commission called attention to its decision 
in Van Dusen-Harrington Company versus C. M. & St. P., 47 I. 
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C. C. 59, wherein it emphasizes the principle that if it was the 
carrier’s intention to restrict the application of the joint rate to 
any particular route, it should have done so in unequivocal 
language. 

We are of the opinion your case comes within this principle, 
unless it can be known that your longer route, even though un- 
restricted by the rate application, is unreasonably circuitous, in 
which event you could not claim application of the through rate 
via the long route from A to C. The line between reasonable 
and unreasonably circuitous routes is so indefinite, however, 


that the Commission generally holds’ the rate applicable over 
all unrestricted route. 


Mixed Shipments—Application of Rule 10 to Shipments of Com. 
bination Articles With Parts Detached 


Indiana.—Question: On page 88, Traffic World, July 8th 
issue, the subject of minimum weight on mixed shipments is 
discussed. 

We have in mind one car of tractors from Zanesville, Wis- 
consin, to Roanoke, Indiana, on which carriers have assessed 
minimum weight, 24,000 pounds, as per note 9, page 262, C. F.C. 
No. 1. These tractors were shipped with plows detached, for 
convenience in loading, while at the same time forming a com- 
plete article, and we believe, according to rule 18, page 7, C. F. 
C. No. 1, should be rated as combination articles or the highest 
rating, as plows and tractors are rated the same (fifth class), 
while the minimum weight on tractors is 20,000 lbs. and plows, 
24,000 pounds. 

It is our contention the minimum weight feature fails com- 
pletely. Consequently, carriers can only base their charges on 
the actual weight, which in this case is 20,920 lbs. What is 
your interpretation? 

Answer: Our answer to “Illinois” was based on a ship- 
ment of sewer pipe and flue linings, which carried a mixing rule 
of their own, per item 3, page 324 of Consolidated Freight Classi- 
fication No. 2, which, in our opinion, failed in its attempt to 
prescribe a minimum carload weight applicable to a mixed 
carload. 

Your case differs from “Illinois.” Note 9, page 262 of Con- 
solidated Freight Classification No. 1, reads, “Traction Engines 
or Tractors with Agricultural Implements attached not specifical- 
ly provided for will be rated as combination articles. * * ” As 
the plows were detached, Note 9, in our opinion, is not applic- 
able and, therefore, your shipment does not come within the pro- 
visions of Rule 18, page 7 of Consolidated Freight Classification 
No. 1, covering combination articles, but is a mixed shipment and 
subject to Rule 10 of the classification. 

As stated in our answer to “Illinois,” “it is easy to determine 
the minimum on a mixed shipment under Section 1 of Rule 10, 
because the minimum weight applicable to the mixture is the 
highest of all the individual minima involved.” 


Application of Ex-Parte 74 Increases to Rates from Florida to 
Interstate Points—Jacksonville Combination 


District of Columbia.—Question: In connection with an- 
swer to Maine on page 1044 of the Traffic World of November 
11, 1922, relative to applying the ten per cent reduction to each 
factor when rates are made by adding an arbitrary or a differ- 
ential to a base rate, please decide the following in connection 
with the advance rates effective August 26, 1920. 


J. H. Glenn’s I. C. C. A-249 contains through rates on green 
vegetables from Florida points to Eastern and Trunk Line Ter- 
ritory, made up of a combination of rates based to and from 
Jacksonville, Florida, and prior to August 26, 1920, the rate from 
Sanford, Florida, to Jacksonville, Florida, for beyond was $0.14 
per package for vegetables under refrigeration, published in 
Section 1, and $0.45 from Jacksonville, Florida, to rate basis No. 
10 points published in Section 2. 


The Advanced Rates supplements or the Master Tariff ef 
fective August 26, 1920, contains practically the same clause 
as you refer to in the Deduced Rates Supplement, which reads: 
“If a tariff or prior supplement to a tariff enumerated therein 
contains arbitraries, differentials or local rates to be used iD 
connection with base rates, the total of increased rates shall be 


applied to each of such factors in determining the increased 
total rates.” 


Should the rate as published in Glenn’s I. C. C. 2-249 from 
Sanford, Florida, be increased 25 per cent to Jacksonville, and 
the rate from Jacksonville, Florida, to rate basis No. 10 points, 
3314 per cent, as per the provisions referred to in the Master 
Tariff or should the two factors be considered a through rate 
and be increased 3344 per cent? The carriers have applied the 
increase both ways, sometimes charging the lower rate obtained 
by applying the 25 per cent increase to Jacksonville and the 
33144 per cent north, and on other shipments they have applied 
the 33% per cent increase through. 

Answer: The question which you submit was fully a 
swered in our reply to “New York,” page 955, Traffic World of 
April 29th last, as to proper interpretation before the tariff was 
reissued and while still subject to the Master Tariff or special 
supplement covering percentage increases. As to rates after the 
Master Tariff or special supplement has been removed by Tt 
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issue of the regular tariffs, themselves, see our answer to “Ohio,” 
page 614, Traffic World, September 16th last. 


Treated vs. Untreated Rates in Southeast 


New York.—Question: Speiden in some of his tariffs, re- 
fers to “Untreated Rates.” Will you kindly give us a definition 
of “Untreated Rates,” as against “Treated Rates?” 

Answer: What are referred to as treated rates in publica- 
tions issued by Agent Speiden are rates which have been re- 
vised in accordance with the Commission’s order in Fourth 
Section Violations in the Southeast, 30 I. C. C. 153. 

Following the Commission’s opinion in this case the South- 
eastern lines appointed a Fourth Section Committee which un- 
dertook to check in rates in compliance with the findings of 
the Commission therein. This committee did not complete this 
work and there are, therefore, rates on certain commodities 
which, because of the fact that they have not been revised in 
accordance with the findings of the Commission in this case, 
are known as “Untreated” rates, the rates which have been 
revised being known as “Treated” rates. 

Rate Construction: In Absence of Joint Through Rate, or Basis 
for Constructing One, Lowest Available Combination, Con- 
sistent with Routing Instructions, Applicable. 

North Carolina.—Question: We have been making ship- 
ments to Peoria, Bloomington and Springfield, Illinois, routed via 
the Norfolk & Western from Winston-Salem, using the combina- 
tions of $1.41 from Winston-Salem to Cincinnati and the propor- 
tional rates beyond, as contained in Kelly’s I. C. C. 1209. 

The Norfolk & Western local agent could not say whether 
this same rate would apply on shipments to these points if they 
were routed in care of their through package car from Winston- 
Salem to Chicago, and thence by one of the participating car- 
riers. The way we ship now involves two transfers between 
point of origin to destination and if we use the through pack- 
age car, that is, run to Chicago, you will see this would involve 
just a single transfer, besides, perhaps, giving us better time 
than what we are able to get over the present route, which is 
not very good, we must say. However, in the contemplation 
of this route, if we must use the Chicago combination, it would 
make the rate prohibitive and we could not afford to ship this 
way. Will you not be good enough, please, to let us know if 
the Cincinnati combination can be applied to shipments routed 
via Chicago? Also advise if this is not the lowest combina- 
es obtainable to these points of destinations from Winston- 
Salem. 

Answer: Whether or not you can use the Cincinnati com- 
bination on shipments moving from Winston-Salem to Peoria, 
Bloomington and Springfield when routed through Chicago, de- 
pends entirely upon the application of the tariff containing the 
rates north of Cincinnati. If the rates from Cincinnati to the 
destination points named are published so as to apply via Chi- 
cago, you can secure the service desired on basis of the Cincin- 
nati combination. We do not undertake to make direct rate 
quotations through these columns, nor to check out lowest avail- 
able combination rates through the Questions and Answers De- 
partment. 


Tariff Interpretation—Specific Rate vs. 
mediate Application. 


Kansas.—Question: What is your opinion as to the proper 
rate to apply on a second class shipment, Omaha, Nebraska, to 
Las Vegas, New Mexico, June 1, 1922? 

A. T. & S. F. Tariff 5896J, I. C. C. 9266, carries a rate of 
$2.87 per hundred weight, subject to the Deming rate as a 
maximum, per Item 500 of tariff. Trans-Continental Freight 
Bureau West-Bound Tariff No. IU, carries an intermediate ap- 
plication under Item 5, Note 2, which permits the application 
of the Deming, New Mexico, rate of $2.60 per hundred weight, to 
directly intermediate points, which includes Las Vegas. 

Is the rate of $2.87 in Tariff 5896J, I. C. C. 9266, a specific 
rate? If so, is such rate the lawful rate? Under circum- 
stances cited above, has the Interstate Commerce Commission 
ruled which rate is the lawful rate? 

Answer: The second class rate of $2.87 per hundred pounds, 
as carried in Santa Fe Tariff No. 5896J, I. C. C. 9266, is, in our 
opinion, a specific rate, subject only to the Deming rate, as car- 
ried in Countiss’ Tariff 1U, I. C. C. 1101, as maximum, under the 
alternative application, Item 500 of this tariff; that is, if the 
Deming rate is lower, it will apply in lieu of the specific rate 
to Las Vegas. As it is higher, the Las Vegas rate applies. No 
other alternative is offered. 

Note 2, Item 5, Countiss’ Tariff 1U, I. C. C. 1101, you will 
notice, reads, “When rates are not specifically provided for to 
stations * * *.” Ags the rate is provided for in the Santa Fe 
Tariff to Las Vegas, it is our opinion that this specific publica- 
tion removes the application of the intermediate clause as car- 
ried in Countiss’ Tariff, leaving the $2.87 rate as legally ap- 
plicable. 


Freight Charges—Liability of Consignor—Statute of Limitation 
Bar Action by Carrier 
New York.—Question: On November 6th, 1915, we had one 


Rate Made by Inter- 


of our customers, at A, Pa., consign for our account to a point 
in Cuba, two consignments as per the enclosed freight bills. 
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The transportation company (the New York Central Railroad) 
have now asked us to pay these bills. We believe as they were 
presented to us beyond the six years from the time they were 
shipped, that they are out-lawed according to the Statutes of 
Limitations in this state. What we want to know are we cor. 
rect in this. 

They also claimed at that time, or at the time the ship. 
ment was made, that there was an understanding and agree- 
ment, that all consignments made to Cuba, transportation 
charges would have to be prepaid, but I have been informed 
that such agreement or arrangement was not made until after 
January the ist, 1916. Are they correct in this? We might 
state that we would willingly pay the amount in question if it 
were not for the following conditions. 

We sold the material in question to our customer with 
the understanding that the goods were sold f.o.b., A, Pa., and 
that they were to pay the transportation charges. They, in turn, 
in the usual course of time, paid their bill. Nothing was said 
about the transportation charges, and two years after the bills 
had been paid, they sold out their business and went their 
way, and we have never been able to find any trace of them, 
After a period of five and a half years, the transportation com. 
pany on a number of other shipments came to us, and insisted 
that we pay a freight charge which amounted to quite a large 
‘sum. This we did, because we were advised that legally we 
were responsible and would have to pay the amount in ques- 
tion. 

In view of the fact that if the transportation company had 
not been negligent in this matter, and had collected the freight 
charges from the consignee, as they should have done, we feel 
that unless the law forces us to pay the amount in question, 
that we honestly have a right to take advantage of the fact 
that the transportation company has not presented these freight 
bills within the necessary time of six years (state limitations 
in this state, New York). 

Answer: The statute of limitations governing the collection 
of freight charges by a carrier from a shipper is, under the laws 
of the state of New York, six years. 

While the general rule is that the consignor, as the party 
who entered into the contract of shipment with the carrier, is 
the party primarily liable for the payment thereof, regardless 
of the fact that the carrier delivered the shipment without 
collecting the freight charges from the consignee, if the statu- 
tory period in which a carrier may sue for its charges has run, 
that faci, if pleaded, is a defense to the action, regardless of 
the justness of the claim. 

We have no information with respect to the requirement of 
prepayment of freight charges on shipments to Cuba at the 
time the shipments move, but do not see that has any par- 
ticular bearing on the question involved. 


Cc. lI. & W. EQUIPMENT TRUST 

The Commission has authorized the Cincinnati, Indianapolis 
& Western Railroad Company to assume obligation and liability 
in respect of $300,000 of equipment trust certificates, to be 
issued by the Chatham & Phenix National Bank of New York 
in connection with the acquisition of 207 fifty-ton capacity drop- 
bottom composite gondola cars at a total approximate cost of 
$375,653.25. Arrangements have been made to sell the certifi- 
cates to Green, Ellis & Anderson of New York City at 97 per 
cent of par and accrued dividends, and the Commission has 
authorized the sale on that basis. 


D. T. & Il. DEFICIT 


Henry Ford’s Detroit, Toledo & Ironton railroad had a deficit 
in railway operating income of $174,457 in October, according to 
reports filed with the Commission. For the ten months ended 
with October the road had a deficit of $168,807. This was a de 
crease in net of $514,115 as compared with the corresponding 
period of 1921. Operating revenues for the ten months totaled 
$7,467,782, an increase of $2,056,464 over the 1921 period. Ex 
penses totaled $6,328,875, an increase of $2,036,457 over the 1921 
period. 





INTERLOCKING DIRECTORATES 

Orin H. McCarty has been authorized by the Commission 0 
hold the positions of vice-president, director and general supe! 
intendent of the St. Louis-San Francisco & Texas Railway C0. 
Fort Worth & Rio Grande Railway Co., and Brownwood North & 
South Railway Company, and director of the Union Terminal 
Company in addition to various offices previously authorized. 

Various officials of the Minneapolis, St. Paul & Sault Sté 
Marie Railway Company have been authorized to retain theif 
positions with that road in addition to holding office with numer 
ous short lines and other smaller roads. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forward 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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Trans-Pacific Service 
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: “ “ LOS ANGELES 
ms i 
= Wak SAN DIEGO & 
i 9° Ship via the short northern route—the quickest route 
Rees to the Orient. An express service at freight rates by 
> an American company for American shippers, be- 
: tween 
$ Puget Sound and Yokohama, Kobe, Shanghai, 
Shipping Hong Kong, Manila and Dairen 
and the Vit al 1 5% Vladivostok: Vessels will make direct call if freight offerings justify. 
0 
ik 4 : 17 days to Shanghai 17 days to Shanghai 
inde ee eee oe "of yo yc 14 days to Kobe 21 days to Hong Kong 
are essential to a healthy growth of ‘national 25 days to Manila 
commerce and prosperity. 







Already, the factori d farms f th 
United "si ates 8 re, Droducing at ‘leat _35 per OUTWAR D SAILIN GS—from Seattle 


—and the surplus must circulate to the far 
















** 

markets of the world. This propitious over- EDMORE ..................- December 18 
production will grow if a healthy transpor- *PRESIDENT MADISON .....December 21 
tation system is provided to keep the goods 
moving to the points of demand. iis |e December 25 

And in world commerce, transportation means *PRESIDENT McKINLEY ..... January 1 
a strong merchant marine. ***PQOMONA January 15 

_To expand omiaecenens, tt 30 caee Meee. a kG oe 
tive that America develop her merchant marine, *Combination freight and passenger, length 535 feet, 21,000 tons, speed 
for the competition of foreign ships can easily 17% knots. Through bills of lading in connection with our Hong Kong-Java 
undermine our economic independence. 


| f feeder service and other lines. 
| As President Harding says, we must patronize 


our own ships and turn their prows to the 
marts of the world. 


For rates, space and other information apply: 
To fail of support of the American merchant 


marine is surely to experience the supreme Chicago: Merchants Loan & Trust Bldg., 112 W. Adams St., 
ey ae once eminent among Phone Randolph 7739 

the nations of the world, incapable of asserting ° i 562 

itself, in the peace triumphs on the seas of the New York: 17 State Street, Phone Bowling Green 5 
worid.,. 


San Francisco: 60 California Street 
Los Angeles: 322 Citizens Bank Building 
Seattle: 407 L. C. Smith Building. 


L. L. BATES, Foreign Freight Agent, Seattle, Wash. 


Operating 


But proper patronage means a guarantee that 
the growing 15 per cent of production surplus 
shall lead to glorious prosperity for America 
and the world. 











U.S. Government Vessels 
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Digest of New Complaints 


No. 14118, Sub. No. 1. 
Fe et al. 


Unjust, unreasonable, prejudicial and preferential rates on lard 
substitutes and vegetables cooking oils from Houston to points 
in Arkansas and Louisiana, Asks cease and desist order, just, 
reasonable and non-discriminatory rates and reparation. 

No. 14449. Traffic Bureau of the Phoenix Chamber of Commerce, et 
al., Phoenix, Ariz., vs. Santa Fe et al. 

Unjust, unreasonable and prejudicial rates, in violation of the 
long-and-short-haul clause on sugar from San Francisco, Crockett’ 
Anaheim and other points in California to Phoenix, Ariz. Asks 
cease and desist order, just and reasonable rates and reparation, 

No, oo —- L. Scheidenhelm Co., Chicago, Ill., vs. C. R. I. & 

. et al. 

Unjust and unreasonable rates on crushed stone from Buffalo, 
Ia., to Whitten, Ill. Asks cease and desist order, just and reason- 
able rates and reparation. ares : 

No, 14451. The Procter & Gamble Distributing Co. et al., Cincinnati, 
O., vs. St. Louis-San Francisco et al. 

Unjust and unreasonable rates on lard substitute and soap from 
complainants’ factories to destinations in Oklahoma, Arkansas, 
Louisiana, Texas, Missouri, Kansas and New Mexico. Asks just 
and reasonable rates on vegetable oil, lard substitute, soap, soap 
powder, washing powder and cleaning and scouring compounds. 

No, 14452. Ash Grove Lime & Portland Cement Co., Chanute, Kan., 
vs. Mo. Pac. et al. 

Unjust, unreasonable, preferential and prejudicial rates on slack 
coal from Spadra, Ark., to Chanute, Kan. Asks reparation. 

14453. Rochester Chamber of Commerce, Rochester, N. Y., vs. 
New York Central et al. 

Unjust, unreasonable discriminatory and prejudicial class and 
commodity rates on interstate shipments for movement between 
industries located in the State Street Zone in Rochester and N, Y. 
Cc. switch connections with other railroads within the corporate 
limits of Rochester. Asks reasonable and non-discriminatory 
switching charges per car applicable between industries located 
in the State Street Zone and connections with other railroads 
within corporate limits of Rochester; reasonable and non-dis- 
discriminatory joint through rates between industries located in 
the State Street Zone, and points served by defendants and their 
connections in interstate transportation and that the corporate 
limits of Rochester be declared the switching limits of said city. 
No. Mes ty Wyoming Coal Co. et al., Tams, W. Va., vs. Virginian 
et al. 

Unjust and unreasonable rates on coal from complainants’ mines 
to various destinations. Asks cease and desist order and just, 
reasonable, non-prejudicial and non-discriminatory joint through 
rates on the New River district basis. é 

No. _— Ridenour-Baker Grocery Co., Kansas City, Mo., vs. Mo. 
ac. 

Alleges that assessment of second and third class L. C. L. rates 
on canned grocery goods from Kansas City, Mo., to points in 
Kansas was illegal and unlawful because L. C, L. canned goods 
commodity rates were not applied. Asks reparation. 

No, 15457. Alexander Milling Co. et al., Winfield, Kan., vs. Director 
General, as agent. 

Unjust and unreasonable rates on fuel oil between points in 
Kansas. Asks reparation. 

No. 14458. Long Oil Co., Manhattan, Kan., vs. Director General, 
as arent. 

Unjust and unreasonable rates on petroleum products between 
points in Kansas. Asks reparation. 

No, 14459. Cyrus C. Shafer Lumber Co.. South Bend, Ind., vs. Director 
General, as agent, C. R. I. & P. et al. 

Unjust and unreasonable rates on ash lumber from Moline, IIl., 
to North Philadelphia, Pa. Asks reparation. 

No. 14460. Calcasieu Long Leaf Lumber Co., Kansas City, Mo., vs. 
Director General, as agent. 

Unjust and unreasonable rates, in violation of the aggregate of 
intermediates provision, on shipments of rails and mixed rails and 
fastenings from Doucette, Tex., to Fulton, La. Asks reparation. 

No. 14461. The Youngstown Sheet and Tube Co., Youngstown, O., vs. 
Director General, as agent. 

Unjust and unreasonable rates on 67 carloads of coke from 
Youngstown, O., to Buffalo, N. Y. Asks reparation. 

No. 14462. Badger Bag and Paper Co., Wausau, Wis., vs. Minnesota, 
Dakota & Western et al. 

Unjust and unreasonable rates on wrapping paper from Inter- 

national Falls, Minn., to Wausau, Wis. Asks reparation. 








Houston Packing Co., Houston, Tex., vs. Santa 


No 





Vol. XXX, No. 24 


No. 14463. The Indiana State Highway Commission, Indianapolis, Ind., 
vs. C. R. I. & P. et al. 

Unjust and unreasonable sixth class rate on eight carloads of 
brick from Rock Island, Ill., to Indianapolis, Ind. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. ey Jackson Traffic Bureau, Jackson, Miss., vs. C. R. I. & P, 
et al. 

Unjust and unreasonable rates on oil well drilling machinery and 
pipe from Upland’ and Smith, Ark., to Crystal Springs, Miss. Asks 
for just and reasonable rates and reparation, and also rate of 
56%4c on like traffic from Crystal Springs, Miss., to ElDorado, Ark, 

No. My R. W. Walker Lumber Co., Salisbury, N. C., vs. Seaboard 
et al. 

Unjust, unreasonable and prejudicial rates on poplar logs from 
Neeces and Norway, S. C., to Salisbury, N. C. Asks reparation. 

No. 14466. The Barrett Co., New York City, vs.. St. Johnsbury & 
Lake Champlain et al. 

Unjust and unreasonable rates of 39c and 41c on roofing talc 
from Johnson, Vt., to Chicago, Ill, and 46c from Johnson to 
East St. Louis, Ill., to the extent they exceeded 32c to Chicago 
and 38c to East St. Louis. Asks cease and desist order and 
reparation. . 

No. 14466. Sub. No. 1. Same vs. Same. 

Unjust and unreasonable rate of 33%c on roofing tale from 
Johnson, Vt., to Gray’s Ferry (Philadelphia), Pa., to extent it 
exceeded subsequently established rate of 29\%4c. Asks cease and 
desist order and reparation. ; 

No. 14466. — No. 2. H. F. Watson Co., Erie, Pa. vs. White River 
R. R. et al. ‘ 

Unjust and unreasonable rates of 33%c and 31%c on roofing tale 
from Rochester and Braintree, Vt., to Erie, Pa., to extent they 
exceeded subsequently established rates of 27c from Rochester 
= from Braintree. Asks cease and desist order and rep- 
aration. 

No, 14467. Hercules Powder Co., Wilmington, Del., vs. Director Gen- 
eral, as agent, Bingham & Garfield. 7 

Unjust and unreasonable rates on wood, ground dry, billed as 
“wood flour,’’ from Hercules, Calif., to Bacchus, Utah. Asks 
reparation. 

No. 14468. Industrial Rice Milling Co., Houston, Tex., vs. Beaumont, 
Sour-Lake & Western et al. 

Unjust, unreasonable and discriminatory rates on rough rice 
from points in Louisiana to Houston, Tex. Asks just, reasonable 
and non-discriminatory rates and reparation. ’ 

No. gg Bender, Streibig & Co., Cincinnati, O., vs. Illinois Central 
et al. 

Unjust and unreasonable rates on vegetables from Crystal 
Springs and Gatesville, Miss., to Cincinnati. Asks cease and 
desist order, just and reasonable charges and reparation. 

No. 14470. Empire Gypsum Co., Inc., Rochester, N. Y., vs. Buffalo, 
Rochester & Pittsburgh. 

Unjust, unreasonable and discriminatory rule governing dis- 
tribution of box cars to complainant. Asks for cease and desist 
order and order requiring defendant to distribute cars irrespec- 
tive of supply of cars by the Pennsylvania Railroad Co. 





SALT LAKE & UTAH SECURITIES 


The Commission has authorized the Salt Lake & Utah Rail- 
road Company to issue $600,000 of first mortgage 6 per cent 
bonds for pledging with the Secretary of the Treasury as partial 
security for a loan of $700,000, heretofore authorized by the Com- 
mission. The company also was authorized to borrow from the 
Interurban Construction Company, a holding company which 
owns the majority of the stock of the applicant, $500,000 of the 
carrier’s 7 per cent cumulative preferred stock for pledging with 
the Secretary of the Treasury in connection with the same loan. 


ACQUISITION OF C. T. H. & S. E. 


In a supplemental report in the case in which the Chicago, 
Milwaukee & St. Paul was authorized to acquire the Chicago, 
Terre Haute & Southeastern, the Commission has authorized 
the Chicago, Terre Haute & Southeastern to issue $713,000 of 
5 per cent first and refunding mortgage bonds, to be delivered 
to the St. Paul to reimburse it for’ payment of obligations of 
the C. T.H. & S. E. The St. Paul also was authorized to assume, 
as lessee, obligation and liability in respect of the payment of 
the principal and interest of the $713,000 of bonds. 


Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postPponements announced too late to show the change in 
this Docket will be noted elsewhere. 


December 11—Chicago, I]l.—Examiner Kephart: 
* 14020—J. D. Hollingshead Co. vs. Aberdeen & Rockfish R. R. et al. 
December 11—Chattanooga, Tenn.—Examiner Woodrow: 

, and S. 1690—Cancellation of commodity rates on ‘“‘plumbers’ sup- 


plies’ from Chattanooga, Tenn., and group to south Atlantic ports 
and Florida junction points. 


14078—The Chattanooga Mfg. Co. vs. A. G. S. et al. 
December 11—Washington, D. C.—Examiner Hunter: 
— oo Utilities Commission of Kansas vs. A. T. & S. F. 
y. et al. 
December 11—New York, N. Y.—Examiner Gaddess: 
13795—Metal & Thermit Corporation vs. Director General. 
December 11—Memphis, Tenn.—Examiner McChord: 
14127—J. M. McLeod et al. vs. T. & P. et al. 
December 11—Cleveland, O.—Examiner Oliver: 
14039—The Brooks Oil Co. vs. B. & O. et al. 


Oecember 11—Washington, D. C.—Examiner McQuillan: 


13972—-Alabama & Mississippi R. R. Co. et al. vs. A. T. & S. F. 
Ry. Co. etal. 


December 11—Washington, D. C.—Examiner Pattison: 

Valuation Docket No. 83—In re tentative valuation of the property of 
Toledo, St. Louis & Western R. R. Co. 

December 11—Bismarck, N. D.—Commissioner Campbell: 

14162—Industrial Commission of North Dakota vs. Nor. Pac. 

December 12—Washington, D. C.—Examiner Agate: 

* Finance Docket 2674—In the matter of the joint application of the 
Princeton Telephone Co., Oakland City Telephone Co. and the 
Indiana Bell Telephone Co. for a certificate of advantage and 
public interest. 

December 12—Chicago, Ill—Examiner Kephart: 

14136—The Garratt-Callahan Co. vs. A. C. L. et al. 

December 12—Memphis, Tenn.—Examiner McChord: 

14238—Layne & Bowler Co. vs. Director General. 
14217—Brown Coal Co. vs. Director General. 

December 12—New York, N. Y.—Examiner Gaddess: 


13955—Pittsburgh Crucible Steel Co. vs. Director General, P. R. R.- 
Western Lines. 


14021—The American Sugar Refining Co. vs. Director General. 
December 12—Cleveland, O.—Examiner Oliver: 

14146—The Cleveland Provision Co. vs. A. G. S. et al. 
December 12—Salt Lake City, Utah—Examiner Flynn: 

12328—Jeremy Fuel and Grain Co. et al. vs. Director General. 
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FREIGHT CAR REPAIR WORK 





Erie Railroad Freight Car Repaired Recently in Our Modern Sharon Plant 


We are equipped with the shop 
facilities and experienced labor 
to repair and build Railroad 
Freight Cars in our large new 
plants at Sharon, Pennsylvania, 
and Kansas City, Kansas. 


We can give prompt service in 
the fabrication of underframes, 
center sills, draft arms, and 
similar car construction. 


PENNSYLVANIA CAR COMPANY 


SHARON, PENNSYLVANIA 


New York St. Louls Kansas City Tulsa Houston San Francisco Tampico 
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December 13—Washington, D. C.—Examiner McQuillan: 
I. a= S. No. 1689—Classification specifications for fibre box con- 
ners. 
December 13—Argument at eiineten. pe os 
10583—North Packing and Provision Co. et al. vs. C, M. & St. P. 


et al. 
11481—The Certain-teed Products Corp. et al. vs. A. T. & S. F. et al. 
December 13—Chicago, Ill.—Examiner Kephart: 
14111—Swift & Co. vs. Director General, S. P. & S., et al. 
14173—Swift & Co. vs. T. & P. 
14173 (Sub. No. 1)—Armour & Co. vs. T. & P. 
December 13—Birmingham, Ala.—Examiner Woodrow: 
14213—Corona Coal Co. vs. Sou. Ry. et al. 
14222—-Corona Coal Co. vs. Sou. Ry. et al. 
14246—Corona Coal Co. vs. St. L.-S. F. Ry. et al. 
December 13—Cleveland, O.—Examiner Oliver: 
14151—The Kelly Co. vs. A. B. & A. et al. Such fourth section de- 
partures as may exist. 
December 13—Salt Lake City, Utah—Examiner Flynn: 
13922—Utah Oil Refining Co. vs. Director General. 
December 14—Argument at Washington, D. C.: 
il. and S. 1468—Building and roofing paper between Western Trun 
Line points. ‘ 
12071—Adriatic Mining Co. et al, vs. C. & N. W. et al. 
December 14—New York, N. Y.—Examiner Gaddess: 
14057—General Chemical Co. vs. Director General. 
14062—General Chemical Co. vs. B. & O. et al. 
December 14—Louisville, Ky.—Examiner McChord: 
14077—Louisville Fire Brick Works vs. Director General and Sou. Ry. 


December 14—Salt Lake City, Utah—Examiner Flynn: 
14027—Utah-Idaho Sugar Co. vs. Director General, Los Angeles & 
Salt Lake R. R. et al. 
December 14—Chicago, 11].—Examiner Kephart: 
14155—Armour & Co. vs. Director General. 


December 14—Columbus, O.—Examiner Bardwell: 
14252—In the matter of intrastate rates on sand, gravel, crushed 
stone and vitrified paving blocks within the state of Ohio. 

December 15—Louisville Se a eg McChord: 

* F, S. Applications 1952, filed by L..& N. R. R., and 3965, filed by C. 
N. O. & T. P. Ry., for authority to continue class rates from 
Lexington, Ky., to Buffalo, N. Y., Pittsburgh, Pa., and other west- 
ern terminal points of eastern trunk lines and points taking the 
same rates, etc, : 

1. and S. 1692—Intermediate application of class rates from Lexing- 
ton, Ky. 

December 15—Washington, D. C.—Examiner McQuillan: 

1. and S. 1684—Cancellation of L. C. L. commodity rates on vehicles 
from and between points in Southern territory. 

December 15—Chicago, Ill—Examiner Brown: 

10733—The National Paving Brick Manufacturers’ Assn. et al. vs. 
Director General, A. & V. Ry. Co. et al. 


December 15—St. Louis, Mo.—Examiner Seal: 

1. and’S. 1695 (first supplemental order)—Grain, grain products and 
seeds from western points, Cairo, Ill., and Memphis, Tenn., to 
Mississippi River crossings, related points and points east thereof. 

1. and S, 169 rain, grain products and feeds from western points, 
Cairo, Ill., and Memphis, Tenn., to Mississippi River crossings, 
related points and points east thereof. 

December 15—Atlanta, Ga.—Examiner Woodrow: 

1. and S. No. 1700—Transit privileges and routing on cotton and cot- 
ten linters via L. & N. R. R. 

December 15—Chicago, Ill—Examiner Kephart: 

1. and S. No. 1682—Coke from St. Louis Park, Minnesota, to destina- 
tions on C. St. P. M. & O. Ry. and M. St. P. & S. S. M. Ry 

December 15—Argument at Washington, D. C.: 

12843—Pacific Rice Mills et al. vs. Director General. 

*12800—A. B. Haslacher and F. G. E. Lange, doing business as Cali- 
fornia Grain Co., vs. Director General, Sacramento Northern. 

12821—Utah Fuel Co. vs. Director General. 

13602—Ohio & Kentucky Ry. Co. vs. L. & N. et al. 

December 15—Atlanta, Ga.—Examiner Woodrow: 

14228—B. Miffllin-Hood Brick Co. vs. Director General. 

December 15—Seattle, Wash.—Examiner Wilson: 

14169—Willits & Patterson, Inc., vs. Director General. 

14169 (Sub. No. 1)—Willits & Patterson, Inc. vs. Director General. 

F. S. Applications Nos. 2125, filed by Nor. Pac. Ry., 12125, filed by 
S. J. Henry, agent, and all other applications by which carriers 
parties thereto ask for authority to continue and to establish 
commodity rates for the transportation of various grocery items, 
iron and steel articles, paper and felt, as described in the applica- 
tion, from Portland, Ore., and Seattle and Tacoma, Wash., to Aber- 
deen, Hoquiam, Cosmopolis, South Aberdeen, South Bend and 
Raymond, Wash., which are lower than rates on like traffic from 
and to intermediate points. 

December 15—Portland, Ore.—Commissioner Campbell: 

1. and S. 1691—Doors and sash between Paducah, Ky., and Ohio 
River crossings. 

December 16—Argument at Washington, D. C.: 


12887—National Veneer and Panel Mfrs. Assn. et al. vs. Aberdeen & 
Rockfish et al. 


12713—The Singer Mfg. Co. vs. Ill. Cent. et al. 

12714—The Singer Mfg. Co. vs. Can. Pac. et al. 

12715—The Singer Mfg. Co. et al. vs. Director General et al. 
12731—The Singer Mfg. Co. vs. C. C. C. & St. L. et al. 
12810—Columbia Quarry Co. vs. Director General. 
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December 16—Louisville, Ky.—Examiner McChord: 
14075—Commercial Coal Co. et al. vs. L. & N. et a. 
December 16—Cincinnati, Ohio—Examiner W. H. Wagner: 
13829—The Settle Lumber Co. vs. A. & V. et al. 
14055—The Charles Boldt Glass Co. vs. C. B. & Q. et al. 
December 16—Pittsburgh, Pa.—Examiner Oliver: 
11116—Beaver Sand Co. et al. vs. Director General, Beaver Valley 


et al. 
13968—National Tube Co. vs. Director General, B. & O. 
December 16—Portland, Ore.—Commissioner Campbell: 
* 14158—Albers Brothers Milling Co. et al. vs. O.-W. R. & N. Co. et al. 
* 14211—Stephens-Smith Grain Co. vs. Director General. 
Demae 18—Argument at Washington, D. C.: 


exas Live Stock Shippers’ Protective League et al. vs. 
Director General, Abilene & Southern et al. 


13619—Ross Bros. Horse and Mule Co. et al. vs. U. P. et al. 


13627—Burnett-Yount Horse and Mule Co. et al. vs. Abilene & South- 
ern et al. 


Portions of fourth section applications 461, 462, 621, 673 and 678 
of F, A. Leland (live stock between points in Texas and points in 


Louisiana, Arkansas, Oklahoma, Kansas, Missouri, Nebraksa, Colo- 
rado and Kentucky). 


12716—Utah Gilsonite Co. vs. A. T. & S. F. et al. 
December 18—Boston, Mass.—Examiner Gaddess: 


14160—Florence L. Carpenter vs. Director General, N. Y. N. H. & H. 
1 ‘Warren Bros. Co. vs. P. S. & N. 


December 18—Louisville, Ky.—Examiner McChord: 
14236—The L. & N. R. R. vs. Cumberland & Manchester et al. 
December 18—Cincinnati, Ohio—Examiner W. H. Wagner: 
14066—The Monitor Stove Co. vs. C. & O. et al. 
December 18—Savannah, Ga.—Examiner Woodrow: 
13969, 14139, 14177—The Southern Cotton Oil Co. vs. Director General, 
14271—The Southern Cotton Oil Co. vs. Director General. 
14331—The Southern Cotton Oil Co. vs. Director General. 
December 18—Pittsburgh, Pa.—Examiner Oliver: 
14085—Gulf Pipe Line Co. vs. Director General, St. L.-S. F. et al. 
December 18—Pueblo, Colo.—Examiner Flynn: 
14121—The Jewel Co., Inc., vs. A. T. & S. F. Ry. et al. 
December 18—Spokane, Wash.—Commissioner Campbell: 
he epee and Eastern Ry. and Power Co. et al. vs. S. P. & S. 


et al. 
14172—Hawkeye Fuel Co. et al. vs. Spokane & Eastern Ry. & 
Power Co. et ak 
December 19—Spokane, Washington—Commissioner Campbell: 
1. and S. No. 1686—Carload minima on cedar posts from North Pa- 
cific coast points to eastern destinations. 
December 19—Argument at Washington, D. C.: 


1. and S. 1650—Claims for shortage in weights of ex-lake grain des- 
tined to eastern ints. 


13079—H. J. Keith Co. et al. vs. Director General. 
December 19—Chicago, Ill—Examiner Kephart: 
14197—Edward L. Scheidenhelm Co. vs. C. M. & St. P. et al. 
14406—Edward L. Scheidenhelm Co. vs. C. & N. W. Ry. et al. 
14187—Standard Oil Co. (Indiana) vs. Director General and Mo. Pac. 
December 19——Cincinnati, Ohio—Examiner W. H. Wagner: 
14179—The J. Henry Koenig Co. vs. B. & O. et al. 
December 19—Pittsburgh, Pa.—Examiner Oliver: 
1 LaFayette Lumber Co. vs. Director General, Erie et al. 
December 20—Argument at Washington, D. C.: 
11467—Swift & Co. vs. Director General. 
11499—Consumers Ice Co. vs. Director General. 
11521—-Swift & Co. vs. Director General. 
11540—Armour & Co. vs. Director General. 
11642—The Cudahy Packing Co. vs. Director General. 
12062—Wilson & Co., Inc., vs. Director General. 


December 20—Columbia, S. C.—Examiner Woodrow: 
14092—South Carolina Produce Assn, vs. Aberdeen & Rockfish et al. 


14092 (Sub. No. 1)—Beaufort Truck Growers’ Assn. vs. Aberdeen & 
Rockfish et al. 


SERVICE ORDERS SET ASIDE 


The Trafic World Washington Bureau 


The Commission, December 8, issued amendment 4 to Serv- 
ice Order 25 and amendment 2 to Service Order 24, vacating 
and setting aside those service orders at midnight, December 
11. The effect of this action is to remove all restrictions on 
the use of open-top cars east of the Mississippi and to cancel 
the priority in movement heretofore accorded specified com- 
modities, both east and west of the Mississippi, when the cal- 
riers are currently unable promptly to transport all traffic offered 
them. 

Service Order 22 is the only general service order still out: 
standing. This order directs all common carriers to forward 
traffic to destination by the routes most available to expedite its 
movement and relieve congestion, without regard to routing 
made by shippers or by carriers from whom the traffic is re 
ceived, or to the ownership of cars, with appropriate provision 
for the protection of the rate over the route designated. 





DIRECTORY OF ATTORNEY 





GEORGE N. BROWN 


ATTORNEY AT LAW 


Formerly Chief Examiner and Attorney 
Examiner Interstate Commerce Commission 
Practices before all Bureaus 


Special Attention 
and Departments of the 
Government. 


to Transportatior 
Matters. 

Room 806 American National Bank Building 
Washington, D. C. Telephone Main 2702 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel, 

various shippers’ organizations, and member Nati 
Industrial Traffic League. 


Woodward Building Washington, D. C. 
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TARIFF’ FILES | |“ 


SOME PROMINENT USERS OF 
THIS BETTER EQUIPMENT. 


American Sugar Ref. Co. Lewiston B. & D. Work 
Arkansas Railroad New Hampshire Mfg. A. 
Beech-Nut Packing Co. North Dakota R. R. Com 
Borden Sales Co. Oshkosh Assn. of Com. 
Central Ill. Pub. Ser. Co. Pittsburgh Plate Glass Co. 
hesebrough Mfg. Ce. John Roebling’s Son's Co. 
Consolidation Coal Co. Sandusky Cement Co. 
Cotton Piece Goods Traf. Stephen Sanford & Som 
Delaware, L. & W.R. R. Sterling Salt Co. 
East Jordan & S.R.R. United Alloy Steel Corp. 
Eastern Steamship Lines Vulcan Detinning Co. 
Endicott-Johnson Corp. Warren Chamber of Com 
Germain Co. West Coast Lumberman' 


General Brokerage Co. Western Passenger Assn. 









UTOMATIC V Expanding Tariff Files keep your tariffs on end instantly accessible, 
self-indexed, always in perfect condition. The Automatic V Expansion enables 
you to read the entire title page without taking tariff from the drawer. 


Any tariff can be removed, replaced or added without handling the others. No 
need to remove entire groups to secure the single one desired. Many users find that 
issues are referred to so conveniently and quickly as to make the usual separate and 
supplementary card records unnecessary. 


More—when the Automatic Expanding Drawer is closed, the tariffs are held under 
safe compression, preventing buckling, binding and tearing of pages; your tariffs are 
permanently preserved. 


Let our Service Department show you how your tariffs can be handled at a saving 
of time, money and effort. Write for complete details and Free Trial Proposition. 


THE AUTOMATIC FILE & INDEX COMPANY 





SEND FOR— General Sales Offices and Factory, GREEN BAY, WIS. 

Tarif Bulletin 1005T Established 1901. Chicago Branch, 29 So. La Salle 
File and System Catalog 22T New York City, 21 White St. 
Utility Desk Catalog 257 Los Angeles, 430 So. Spring St. 


Auto-Desk Companion 1003T New Orleans, 123 Carondelet St. 















x 
be \ Cabinet consisting of No. .2CT Sections. Note the 
ba a , wide, open “V” spread i drawer at left, and 
OPEN icker REFERENCE greater STORAGE orderly compression of the tariffs in drawer at rig 
ats — Cabinets furnished in any desired drawer arrange- 


LIKE A BOOK << 
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The San Antonio and Aransas Pass Railway Co. 





+, iQ 
J. 8. Peter, Y dul | 
Vice-Pres. & Gen. Mgr., Up 
San Antonio, Tex. 2 
J. C. Mangham, Gearyd EI . ° Muskogee 
Gen. Frt. Agt., ol } B OktahomaCity 
San Antonio, Tex. Amaril! 3p //, : 
. G. F. A, % — > McAlester ; 
San Antonio, Tex. Uy) Little Rock, 
H. C. Franks, M0014, 4 ; 
Gen. Agt. Frt. Dept., ‘Q7y pp BWaurika ¥, 
San Antonio, Tex. 


W. A. Springall, 
Com. Agt., 
San Antonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 
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AND 


ACCOMMODATING 
PERFORMANCE 


Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 


time between terminals shown below, also to Mexico via Laredo. 




















Houston - | San Antonio Christi Alice Laredo via Alice 
hrs. 24 hrs. 26 hrs. 24 hrs. 35% hrs. 
pmeron.... 3054 e 20 * a 20 * a3 - 
yO 2; lCU| CCK aR iu * 9« +46, 7 









San Antonio | Corpus Christi Alice Laredo via Alice 
won eieeet 4 days 3% days a4 days re days 4 days 
weaaenne baie 4a - 4 ee 4 ee 6 oe 
ee -. 4 o 3% * 3% a6 
3 days 3% ¥ tes a st & 3% 




















Proportionate service to above is rendered to all intermediate points. 









List of Direct Connecting Rail Lines: 
Aransas Harbor Terminal Railw: 
Fredericksburg & Northern Ry. 

Gulf Coast Lines 


Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
uri, Kansas & Texas Ry. 
Southern Pacific Lines 
San Antonio, Uvalde & Gulf R. R. 
San Antonio Southern Ry. 
St. Louis Southwestern Ry. (Cotton Belt) 
Sugar Land Ry. 
Trinity & Brazos Valley Ry. 
Texas Mezican Ry. 
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COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
U. S. Mail Steamers Twin Screw American Steamers 


NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 


a 131 State St. . Oliver Building 1024 Prudential Building Central Bldg. 201 California Street Pierce Building 
eS Boston, Mass. P Selphiet Pittsburgh Buffalo, N. Y. aoe Sen Peantone St. Louis 


Mobile Liners, Inc., A A. Le A 710 Bldg. L.C. Smith . 211 Eleventh St. ire Shippi A i ” Bldg. 
oe Blanc, Agent te me: = haga a es v Empire Shipping Co., Agents Engineers’ Bldg 


New Orleans, La. Tacoma, Wash. Vancouver, B. C. Cleveland, Ohio 


LOS ANGELES HARBOR 


The Greatest Seaport of the Pacific Southwest 
HERE ARE SOME FACTS 


The City of Los Angeles has expended on improvement of its waterfront $9,000,000.00, and has available 
approximately $6,000,000.00. The United States Government has expended approximately $6,000,000.00 on 
e breakwater, dredging and jetty work, with appropriations of nearly $1,000,000.00 available for further 
Federal projects. 


WHARVES AND PIERS 


Municipal wharves are of standard construction, 10,780 feet of wooden piles, creosoted, and deck, and 
3,120 feet of reinforced concrete piles and deck. Private wharves total approximately 24,000 feet. 


TRANSIT SHEDS AND WAREHOUSES 


The city owns and operates 5 transit sheds, having a uniform width of 100 feet, and a combined 
length of 4,480 feet. There are also 585 feet of umbrella sheds. All are accessible by rail and paved roads. 


RAILROADS 















All waterfront improvements are served on the same terms by the Santa Fe, Southern Pacific, Union 
Pacific and Pacific Electric Railway Companies through the Municipal Terminal System, which has approxi- 
mately 25 miles of trackage. — 


PILOTAGE . . 
The port may be entered from the open sea in any weather. Pilotage is not compulsory. The easiest 
port to enter on the Pacific Coast. 







Further information covering coal and oil facilities, 
stevedoring, handling, wharfage, storage, etc., 
will be promptly supplied upon application. 






The Board of Harbor Commissioners, Los Angeles, California 
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